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The Uniqueness of Automatic Switching 

in Substations 

HEN asked recently why his company had 

adopted automatic control for its substations, an 
engineer said that starting and stopping a rotary con- 
verter by hand was becoming too expensive. The local 
records showed that in six years the cost of performing 
- this simple function had increased more than 300 per 
cent. This was not deduced by means of a theoretical 
calculation; the figures were taken from the ledger. 
There was no possible gainsaying them. The answer 
was, of course, automatic control. 

The increase in cost in this case was not due entirely 
to a higher wage rate. There» were accompanying 
changes in working conditions which were also expen- 
sive. The net result, however, was as given. And 
there was no increase in output per employee to com- 
pensate for the increased cost; it was a sheer addition 
to operating expense. The fact is that the actual 
output of a substation operator is small anyway. If 
everything is going well he has practically nothing to 
do. Alertness and resourcefulness are really what he 
is paid for, and these qualities are seldom called into 
play. 

Here the automatic control steps in, with the unique 
quality of always being on the alert and always, or 
nearly always, knowing exactly what to do. The atten- 
tion of the best of human operators will sometimes 
lapse; that of the control relay (if in good working 
order), never. And automatic control does its work at 
a considerable money saving. 

The references made above to good order of auto- 
matic equipment is not an aspersion on its qualities. 
They connote simply good maintenance. Automatic 
equipment cannot be installed and then forgotten; it 
needs intelligent and consistent care. Given this, it 
will make good. 


The New York Situation 
Looks Better 


LECTRIC railway conditions in New York City 

are better, and this fact is being reflected in the 
higher quotations for all traction securities. The 
improved condition is also shown by the acceptance 
by Mr. Hedley for the Interborough Rapid Transit 
Company of the order to that company by the commis- 
sion to purchase immediately 100 of the 350 more cars 
which the commission estimates are necessary to supple- 
ment the present service. 

The latest figures published on the recent earnings of 
the Brooklyn Rapid Transit Company are for the nine 
months ended March 31. The net income for this 
period, after payment of interest, sinking fund, etc., 
was $2,012,041 against a deficit of $5,386,349 for the 
previous similar period. This showing has been re- 
flected in the doubling of the quotation for the stock. 


The better condition on the Interborough Rapid 
Transit system is due principally to-the plan of read- 
justment of the finances of the three interested com- 
ronies, dated May 1, 1922. These companies are the 
Interborough Rapid Transit Company, the Manhattan 
Railway Company and the Interborough-Metropolitan 
Company and its successor, the Interborough-Consoli- 
dated Company. From a financial standpoint, the 
situation is complicated by guarantees and _ leases 
extending for long periods, bonds issued with stock 


collateral, improvements made by a lessee to the prop- 


erty of the lessor, city contracts, city participation in 
profits, etc. A receivership for the immense Inter- 
borough Rapid Transit Company afforded always a 
possibility for a solution, but as explained in an 
editorial in the issue of this paper for April 8, this 
would have meant a loss for every one concerned, includ- 
ing the public. Fortunately it was possible to secure 
unity of action without this final recourse. 

The agreement reached calls for sacrifices, but these 
seem to be proportioned in accordance with the equities 
in the properties at present, and wisely so, rather than 
on conditions as they were supposed to exist fifteen or 
twenty years ago. For a guaranteed stock the Man- 
hattan stockholders secure what amounts practically to 
a cumulative lien on the net earnings of the present 
Interborough system, beginning at 3 per cent the first 
year and increasing to 4 per cent and then to 5 per cent, 
with possibilities of increased dividend rentals of 1 or 
2 per cent more later, after the full dividend is reached, 
if the Interborough earnings permit it to pay more 
than 4 per cent or 5 per cent itself. 

The stockholders of the Interborough Rapid Transit 
Company in turn agree that no dividend shall be paid 
them before July 1, 1926, nor until all cumulative 
dividend rentals at the rate provided be paid with all 
other charges upon the Manhattan property and to 
limit their own dividends in any year to 7 per cent 
up to July 1, 1950, with other adjustments and con- 
cessions for the benefit of the Manhattan stockholders. 
At the same time the holders of the Interborough 
secured convertible gold notes due on Sept. 1, 1922, 
agree to extend these notes for ten years, while the 
holders of the Interborough refunding 5s consent to a 
postponement of all sinking fund installment for five 
years beginning Jan. 1, 1921. 

A provision for a wider participation in the manage- 
ment of the company is made by the clause which 
declares that while one-half of the directors of the 
company shall be elected by the stockholders, the other 
half may be elected or appointed by either the Transit 
Commission, or the city of New York, or'the Manhattan 
company or the holders of the first and refunding 5s in 
proportions to be determined later by the reorganization 
committee. 

Holders of the Interborough-Metropolitan Company 
collateral trust 44 per cent bonds (secured by Inter- 
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borough Company stock originally pledged at the rate of 
$500 in stock for each $1,000 bond) may participate in 
the plan by purchasing a certain proportion of the new 
ten-year notes or by surrendering another proportion 
of their bonds, and holders of the Interborough stock 
(of which about $1,000,000 is still in the hands of the 
public) are placed on a similar basis. 

It is estimated that during the next four years the 
plan will supply total earnings available for arrears, 
improvements and betterments and other capital pur- 
poses of $19,491,500, besides paying the fixed charges 
and dividends on the Manhattan Company stock and 
$11,743,000 to the city, as its share of the surplus. 

Street railways have this favorable situation. In 
growing cities, and practically all American communi- 
ties are extending, there is constant need for additional 
transportation facilities. Oppressive measures can be 
adopted against a railway company for a time, but when 
the need for extensions becomes acute a more favorable 
treatment must be accorded if capital to build the new 
lines is to be secured. New York is in this position, and 
a program for seven subway projects to cost $218,000,000 
was announced last week. This proposal should help to 
clear up the situation in regard to the existing roads. 


Elimination of Tax-Exempt Securities 
Given Another Impetus 


HE effect of the tax exempt security as a block to 
proper development of constructive industry, and 
_ particularly as one of the greatest impediments to the 
growth of public utilities in expanding to meet increas- 
ing demands for service, has been repeatedly commented 
upon in these columns. The peculiar condition arising 
from limitation of return on public utility investment, 
coupled with the freedom from taxation of public secu- 
rities, has of course destroved the greater part of the 
market for utility securities. Those who have suffered 
most have been the utility customers, the public, either 
through necessarily increased cost of service forced by 
increased cost of money or through a lack of expansion 
of utility service to meet the demands and needs of the 
public. 

It is very gratifying, therefore, to note that the ways 
and means committee of the House has reported favor- 
ably the Green resolution for a constitutional amend- 
ment which would prohibit the issue of any more tax 
exempt government—municipal, state or federal—secu- 
rities. Representative McFadden has also long pressed 
this idea in the House; Senator Smoot has done the 
same in the Senate; it will be recalled that President 
Harding made a recommendation to this effect in his 
message; and, as the report of the committee shows, 
Secretary Mellon and other officers also urge such action. 

With this resolution thus favorably before Congress, 
there is more hope than ever that Congress will take the 
necessary action to place this question before the several 
state legislatures. That there will be sentimental argu- 
ments of states’ rights and of hampering the develop- 
ment of good roads, of public building operations, and so 
on, may be expected. These, however, are not sound 
arguments as has been repeatedly shown. Constructive 
development is what makes for prosperity and makes 
possible public improvements. Those interested in such 
enterprises—and public utilities stand in the forefront 
—should not hesitate to do all possible to aid in the 
advancement and passage of this resolution. 
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Service at Cost 
Being Used at Memphis 


ERVICE-AT-COST franchises are still in the mak- 

ing, and variations in them are limited only by the 
number of such franchises in existence. One of the 
latest to be put to the test of actual experience is that 
in Memphis, the results of which are recounted in this 
week’s issue. Like most other franchises of its kind 
it has a barometer fund and a graduated scale of 
fares. Like a few others it has an incentive clause 
for economical operation. Unlike most if not all others 
it has a specified standard of service, namely, passen- 
ger car-miles per revenue passenger, set in the 
franchise at between 0.155 and 0.185. It is upon these 
variations probably that attention will principally be 
directed. : 

Taking the last-named point first there are undoubt- 
edly certain advantages in having a definite standard 
where such a standard is reasonable. That this is so 
in Memphis seems to be indicated by the fact that the 
present standard, 0.1714 in January, 1922, is less than 
that in any year from 1906 to 1917, though it is higher 
than the average for 1918 or 1919. As expressed it 
has the objection that is independent of the size of the 
cars, but if there should be a material change in car 
size the standard would probably be modified. For this 
reason and because the average length of passenger 
ride is not the same in different cities, the Memphis 
figure is not necessarily desirable for any other city. 
In usual electric railway parlance this figure is ex- 
pressed as its reciprocal, namely, in revenue passengers: 
per car-mile. As thus expressed the standard for 
January would be 5.83. 

The second most novel feature in the franchise is 
the incentive clause by which the return may vary 
between 63 and 74 per cent, depending upon the 
amount in the index fund. The basis for the extra 
return is of course the critical part of any incentive 
clause, and the difficulty in drafting any clause of this 
kind arises because there is no exact scale by which 
good management can be measured. Of course, the 
rate of fare, a basis often proposed, is not a proper 
measure of good management. While to the public it 
may seem at first sight reasonable that a company 
which charges a low fare should have a high rate of 
return and one which charges a high fare should have 
a low return rate, the rate of fare is determined by 
a great many factors besides the quality of manage- 
ment. In fact, a high fare is frequently caused by the 
high cost of materials and money, and to vary the rate 
of return inversely with the fare would often be to 
make the rate of return low when the company has to 
pay high for its money and materials and to make the 
rate of return high when money, transportation and 
materials are cheap. i 

If service-at-cost franchises are to increase, it is to 
be hoped that attention will continue to be given to 
the study of incentive clauses in spite of the fact that 
they are difficult to draw and from a financial viewpoint 
even the best is bound to have some element of weakness. 
That is to say, it is easily conceivable that in estimating 
the return on a property, a conservative lender of money 
might be more impressed with the way in which a hostile 
city administration could keep the return at the min- 
imum figure in spite of good management rather than 
the possibilities which good management offers for secur- 
ing the maximum return. 
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Measuring the Service in Memphis 


Under a Service-at-Cost Plan the Memphis Railway Provides Measured Transportation 
According to a Standard Agreed Upon with City—Expenditures of All 
Departments Are Continually Controlled by Budget 


two years experience now with its street railway 

service-at-cost plan, in which transportation is 
furnished on a definite measure determined by a method 
developed by Ross W. Harris, consulting engineer, of 
Madison, Wis. In this measure, theoretically at least, 
each car rider, no matter where he may live, is getting 
his full money’s worth. Daily checks are made to indi- 
cate that for the city as a whole and for each line the 
number of passenger car-miles furnished per revenue 
passenger is up to standard. Monthly checks are made 
to assure the railway management that all of its depart- 


“Lieve city of Memphis has had somewhat more than 


mental expenditures are according to the budget planned - 


far in advance. 


The system is one which has so many novel and , 


advantageous features from the, standpoints of both 
city and company that it is worth while to analyze in 
detail the method employed. 


STATE COMMISSION AUTHORIZED NEW FRANCHISE 


It will be recalled that early in 1919, after extended 
hearings, the Tennessee Commission authorized the 
Memphis Street Railway to establish an emergency fare 
of 6 cents pending an appraisal of the value of its 
property. This appraisal was conducted by three experts, 
A. S. Richey of Worcester, representing the commission ; 
J. H. Perkins of Birmingham, representing the com- 
pany, and Ross W. Harris of Madison, Wis., representing 
the city. Asa result of this appraisal the commission set 
the sum of $11,846,034 as that on which the company 
was entitled to fair return, and of this sum the cost of 
renewable property was $7,600,000. It was also found 
that from 1906 to 1917 inclusive the car-miles per 
revenue passenger had averaged 0.202, but later this 
ratio had fallen to 0.16, owing to the need on the part 
of the company to economize on service, difficulty in 
securing reliable employees and other conditions brought 
about by the war. 

As a result of this investigation the commission on 
March 15, 1920, issued an order establishing as the 
sum on which a return should be allowed $11,846,034, 
plus such amounts as had been added and minus such 
amounts as had been deducted after July 1, 1919, in 
accordance with the accounting methods prescribed by 
the commission. It ordered the company to provide in 
the future a standard of service, which was that each 
month there should be “not less than 0.155 nor more 
than 0.185 passenger car-mile for each revenue pas- 
senger carried.” It ordered the company to provide a 
renewal and replacement reserve which was to be 3 
per cent annually of the investment in depreciable 
property until the reserve should reach the sum of $500,- 
000, and thereafter whenever the reserve was more than 
$300,000 and less than $500,000, but it was to be in- 
creased to 4 per cent when the reserve was less than 
$300,000 and diminished to 2 per cent when the reserve 
was more than $500,000. The order also required the 
establishment of an injury and damage reserve and 
defined taxes as a part of the cost of service. It then 
established a fare-index fund and placed the permissible 


DOW 


400000000 
Jan 


Jighland — [we. 


| 
I 


h 


SS NS O57 
= is Se yl te 


Map oF MEMPHIS SHOWING THE LINES OF THE 
MEMPHIS STREET RAILWAY 


rate of return at not more than 7% per cent nor less 
than 6% per cent, the wording of the order in these 
respects and on the rate of fare being as follows: 


RATE OF RETURN 


Return on the investment shall be considered as a part of 
the cost of service and shall be allowed monthly at a rate 
per annum not more than 7% per cent nor less than 63 per 
cent. Such rate of return shall not be more than 63 per 
cent during any month when the fare-index fund balance 
is less than $60,000. During each month when the fare- 
index fund balance is above $60,000, the return may be at 
any rate between 6% per cent and 73 per cent (inclusive) 
which the company may be able to pay out of the current 
revenues for such month, after paying operating expenses, 
charges to reserves and tax accruals, but without decreas- 
ing the fare-index fund balance below $60,000. Should 
earnings of the company during any month, plus the balance 
then in the fare-index fund, be insufficient to pay such mini- 
mum return as above described, then such deficit in return 
payments shall be paid from the earnings of succeeding 
months, plus accrued interest at the rate of 64 per cent 
oa before any amounts are added to the fare-index 

und. 
FARE-INDEX .FUND 


The company shall establish a fare-index fund by credit- 
ing to such fund monthly all revenues after cost of service, 
as described herein, shall have been paid. Such fare-index 
fund shall be used to pay such deficits as may occur be- 
tween revenues and the cost of service, and it shall also 
serve to determine the rate of return on the investments, 
as hereinbefore described, as well as to determine the rate 
of fare as follows: 

Whenever on Jan. 1 or July 1, of any year, the balance in 
the fare-index fund shall be greater than $200,000 and shall 
have been increasing during the preceding two months, the 
rate of fare shall then be reduced to the next lower in the 
following list; whenever on Jan. 1 or July 1, of any year, 
the balance in such fund shall be less than $60,000 and shall 
have been decreasing during the preceding two months, the 
rate of fare shall be increased to the next higher in the 
following list. In the emergency that the fare-index fund 
continues to increase for two successive months after a 
decrease in the rate of fare, or continues to decrease for 
two successive months after an increase in the rate of fare, 
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then the commission may announce an emergency change in 
the rate of fare, and put into effect the next indicated rate 
of fare forthwith, without waiting for the succeeding regular 
date of Jan. 1 or July 1 


RATES OF FARE 


The rates of fare which automatically may be in effect 
in accordance with the operation of the fare-index fund, 
as above described, shall be as follows: 


cash 
“: with ten tickets for 75 cents 


: pe with ten tickets for 65 cents 
. 5—6 cents cash 
. 6—6 cents cash with ten tickets for 55 cents 
No. 7—5 cents cash 


Whenever fare No. 2 or fare No. 6, as listed above, shall 
go into effect in the operation of this order, the commission 
will extend this list either upward or downward, as may 
be necessary, and will make further additions from time to 
time, so that the list may always contain at least two rates 
of fare above and two rates of fare below the rate in effect 
at any time. 

Under any rate which includes tickets, such tickets 
may be sold in even multiples of ten. Under any rate. 
children of five years of age and under may ride free if 
accompanied by a passenger paying the regular rate. Trans- 
fers shall be given under any of the rates of fare in con- 
tinuance of the present practice. 


The commission then established as an initial rate 


No. 4 of the rates given herewith or 7 cents with ten 
tickets for 65 cents, and engaged Mr. Harris to make a 
traffic survey to determine the standards on which the 
future transportation service of the company would rest, 
In this engagement the city of Memphis and the re- 
ceivers of the Memphis Street Railway joined. 

A full list of the fares charged in Memphis is as 
follows: 


Adopted 
Fare No.. 7—5 cents cambios. 3 nis. 32-5 See ee igi fare 
Fare No. 6—6 cents cash with ien tickets for 55 cents... .... June 16, 1919 
Fare No. 4—7 cents cash with jen tickets for 65 cents.....-..._.. Aug. 18, 1920 
Fare No. 3—7 cents eash (no tickets)... ..............-....-.- Aug. 19, 1921 


The report by Mr. Harris, which was presented to the 
utility commission, city and company on Oct. 30, 1920, 
and later approved by all parties, was an exhaustive 
study of the situation, made recommendations as re- 
gards routing and reduction of traffic congestion and 
outlined a system of service standards upon which pres- 
ent operation is based. After the completion of the 
report Mr. Harris. who acted as consulting engineer for 
the city, was retained jointly by the city and company 
with the approval of the utility commission in connec- 
tion with the execution and operation of the plan. 


TABLE I—\MEMPHIS STREET RAILWAY—NORMAE DISTRIBUTION 
1922, AND FOR YEAR 


FOR FIRST FIVE MONTHS, 


Estimated expenses for first five months of 1922 and for the year, 
This is the bogey toward | 


surplus of $50,000 (see line No. 13). 
which the company works. 


TABLE IV—DAILY NORMAL LINE STANDARDS 
FOR JANUARY, 1922 
| This standard of service in car-miles per revenue 


Passenger is made up as a guide for the 
company to follow during each month. 


based on a 


ased on (1) 7 Cent Fare; (2) 25.5 Cents per Car-Mile for Operating Expenses (Item 6) ; 
B pe S oo Saturday Sunday Weekday Month 
Car-Mile January February Mareh April May Year 1. Normal. 0.1918 0.2117 0.2157 0.2110 
1. Maintenance of way Cents P i = 7 2. Madison 0.1495 0.1667 0.1576 0.1574 
and structures 2.34 $14,562 $13,465 $14,848 $14,466 $14,978 $178,351 | 3. Raleigh......_._- 0.2597 0.2466 0.2558 0.2552 
2. Maintenance of | a Binghamton. .... . 0.1745 0.2393 0.1998 0.2011 
equipment.....:-- 2.87 17,798 16,457 18,148 17,681 18,307 217,985 | 5. Central-Poplar 0.1525 0.1876 0.1603 0.1637 
3. Trafic .07 412 381 420 410 424 5,051 | 6. Lamar... - 0.1562 0.1974 0.1734 0.1739 
4. Conducting trans- 7. Crosstown, ...... 0.3858 0.3315 0.3480 0.3496 
portation......... 15.90 99,047 91,581 100,993 98,397. . 101.878 1,213,099 8. Beale-Lane....... 0.1539 0.1751 0.1479 0.1531 
5. General. . F 4.32 26,808 24,787 27,335 26,632 27,575 328,337.) °O> antennae 0.1342 0.1455 0.1375 0.1382 
6; Total. .~8 25.50 158,627 146,671 161,744 157,586 163,162 1,942,823 | 10. Peabody......... 0.1411 0.2044 0.1632 0.1646 
7. Renewals and re- 11. Wellington.. 0.1477 0.2263 0.1846 .0.1844 
plsccme reserve. 3.16 19,623 19,622 19,623 19,622 19,623 235,470 | 12. Second-DeSoto 
8. Taxes. . : 4.02 25,000 25,000 25, 25, 25,000 300. Park 0.1411 0.1946 0.1601 0.1619 
9. Total. . 32.68 203,250 191,293 206-267 70E a Ee - Thomas-Florida 0.1340 0.1480 0.1447 0.1435 
10. Return (6 percent) 10.53 65,559 65,558 6 9 65,55 - elsea- 
Il. Cost of oe ~ ai 21 268,809 256,851 271.926 267,767 273.344 Lauderdale. . 0.1962 0.1830 0.1876 0.1883 
12. Revenue from all 15. Jackson R: 
sources oe Sh .16 255,982 227,547 273,848 275,067 286,813 3,315,000 Stations... _ 0.1495 0.1616 0.1657 0.1627 
13. Surplus. .......- - *2.06 *12,827 *29,304 1,922 7,300 13,469 50, 16. Forest Hill.. 0.1447 0.1561 0.1431 0.1452 
14. Amortization of : 17. Hollywood 0.2115 0.2203 0.2382 0.2313 
deficit... ... -e -67 4,167 4,167 ae are saat 50,000 Riverside... ..... 0.5137 0.7997 0.6286 0.6309 
15. Profit as loss. . 2.73* 16,994* 33,471* 44* E 9302 ..23. ae 
16. Car-miles..... Seer 622,069 575,182 634,290 617,985 639,852 7,618,914 Totnes. ef 0.1626 0.1832 0.1710 0.1714 
17. TASCA | passengers. ae. 3,627,129 3,220,914 3,882,343 3,899,771 4,067,571 47,000,000 
18. Item 6—percar-mile -.... 25.5 cents 25.5 cents 25.5cents 25.5ecents 25.5cents 25.5 cents 
19. Car-miles per revenue e 
passenger...... 1715 . 1786 . 1634 - 1585 1573 . 1621 
*Deficit. TABLE V—DAILY NORMAL LINE STANDARDS 


FOR JANUARY, 1922 


TABLE II—EXPENDITURES FOR JANUARY, 1922, COMPARED WITH “NORMA 
This comparison shows the actual expenses for January compared with the 


This table is similar to that shown in Table IV 
except that it gives the standard earnings 


2,478,293 
786,707 
3,265,000 


normal. A comparison of this kind is made up at the end of each month. per car-mile for each route. 
Actual Amt. Below Normal Above Normal 
; ei Normal Expended Amount PerCent Amount Per Cent ier era See Weicker ers 
1. Maintenance of way an 
structures. . : $14,562:00 © $12,365: 710 42006°29995.08 2... oe - hee ae 36.78 a 32.70 33.42 
2. Maintenance of equipment. 17,798.00 16,007.74 estes 06 8 ee = adison. ........ 47.17 28 1 44.75 .80 
SP Pathe fe ye a es 412.00 563.0702 Se eee... $151.07 36.67 = Raleigh.. 27.16 -60 27.57 27.64 
4. Conducting transportation. - 99,047-00° — 93,139.26) a eoeerzee. 96 |... ee - Binghamton...... 40.43 29.48 35.31 35.08 
5. Goneralinet 5 oe 8 Re 26,808.00 26,181.86 Ginttaeene 34 oo ge 5. Central-Poplar 3 37.59 43.99. 43.09 
6. Totals scr ae oe ae 158,627.00 148,257.64 10,369.36 6.54 .... 17” . Lamar... 45.15 35.73 40.67 40.56 
7. Renewal and replacement Te . Crosstown... .... 18.28 21.28 20.27 20.17 
serve._.. RRS 19,623.00 19,516.28 nate 54 8. Beale-Lane.- 45.83 40.28 47.68 46.06 
8. Taxess- Stes eh cu ees 25,000.00 23,000.00 MOO 221) ee eae 9. Iandlen= <# .3,..3° 52.54 48.48 51.30 51.05 
9. Totals “SASS 28 EP aoe 203,250.00 190,773.92 ° OY Gas tS 10. Peabody. a (49.98 34.51 43.22 42.85 
10. Return (63 percent). ..._... 65,559.00 65,325.38 36. °° 3". tees ll. W ing’ Sf 475344307. ESR saat 
11. Interest ondeficit............  -...------ 1,087. 5) 5 eee. 1,087.51 100.00 | !2- Second-DeSoto re : 
12 Cost ofearvice-<) 268,809.00 257,186.81 tt EP Fo ark 32. 8 36.24 44.05 43.56 
re = enue from all sources... .. . ei ae 00 ey cri oe “05 2.62 47.66 48.73 49.15 
; Car-miles. . . Sey oe ee 622.069. = G2 26seeeee 93. LS 
15. Revenue passengers eo 3,627,129 3,620,425 B18 8 2. eS 35. 94 38.54 37.59 37.45 
47.18 43.65 42.57 43.36 
TABLE III—COMPARISON OF UNITS—ACTUAL WITH NORMAL 48.75 45.18 49.28 48.56 
This is a comparison of units, actual with normal, for January, 1922. Figures are os Sart pig 30.50 
made up in this way for the month and for the year to date. : Y i. 11.18 
—January—~ /Year to Feb. | 
NieialeiAeinal “Normal “Actasl 43.37. 38.50. 41.24. 42-55 
Cents Cents 
1. Item 6 emrstnles «Foes a a ee, oe ce ee 25.5000 23.8638 Sameas month 
Item res reventie passenger. . 52... > 2.01. yes cne eas 4.3733 4.0950 i 
2. Cost of service per car-mile.................-..--.---- . 43.2121 41.3971 : 
Cost of service per revenue passenger. ..............----- 7.4111 7.1038 
3. Revenue from all sources per car-mile..._...-...........-- 41.1501 41.2229 
Revenue from all sources per revenue passenger. _..._..- 7.0574 7.0739 
4. les per revenue passenger... . .....---- 2... ------+ 1715 -1716 
Revenue passengers per car-mile.._._........-.-.--.---- 5.8 5.8275 i 


~ 
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Horace Johnson, City Commissioner of Public Utilities, 
is in active and constant touch with the city’s side 
of the plan. 

An important part of the franchise adopted was that 
relating to traffic standards. On this point, Mr, Harris’ 
original report read in part as follows: 


TRAFFIC CHECK 


As a guide to distributing service, regular periodic checks 
should be made during the rush hours of traffic on each 
route once each week, not including Saturday, and at least 
once a month on Saturdays and Sundays by a permanent 
force of trained inspectors. The information thus obtained 
should be compiled in permanent record for comparison, 
showing the traffic by twenty-minute periods, number of 
cars observed, maximum and minimum loads. These checks 
should be made at points listed as follows: 

Main and Market, Third and Poplar, Madison and Mar- 
shall, Third and Beale, Main and Vance. 


LINE STANDARDS 


There should be determined for each route, just prior to 
the beginning of each month, a daily line standard that is 
seasoned with good judgment and policy and predicated on 
an equitable relation between fare, rate of cost, volume of 
business, physical conditions along each route, and the im- 
mediate future business outlook. These standards should be 
a guide for determining the total car mileage to be operated. 
This amount should not be exceeded in the schedule. 

Such a system for determining line standards and dis- 
tributing service, the details of which will be found in this 
report, should be put into effect at the earliest possible date. 
Fairness to the public and company and good business pro- 
cedure demand it. There is no necessity to delay putting 
such a plan into effect on account of changes in car routing. 


DESIGN OF SCHEDULES 


Every effort possible should be made to establish a system 
of flexible schedules that may be readily changed on short 
notice properly to compensate for current fluctuations of rate 
of cost and volume of business. Such schedules should be 
limited on one side by the readiness-to-serve element of 
service and on the other side by an equitable relation of the 
elements of cost of service. The daily car mileage over that 
required for readiness-to-serve service should be distributed 
proportional to traffic as to volume, length of ride and time 
of riding. The traffic thus referred to is that observed at 
points of maximum loading in excess of that accommodated 
by cars in readiness-to-serve service. 


Later in his report, Mr. Harris expands this idea of 
fixing a standard of service at length, but fundamentally 
this is the hypothesis upon which the whole plan is 
based: ‘There are, thus, two ways to view the question 
of a standard of service, as follows: (1) Shall service be 
determined by the existing fare, or (2) Shall the fare 
be made adequate to meet the cost of service demanded 
by the public?” 

The conclusion is that the standard of service must be 
predicated upon a consideration of both factors, namely, 
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TABLES LIKE THESE ARE CARRIED BY EACH TRAIN CREW 


service as limited by the cost and the fare, and service 
as fixed by public requirements. A description of the 
manner in which the operation is carried on will serve 
to indicate both the method which was finally agreed 
upon and the manner in which it is now working. 

To start with, operating with past experience as a 
basis, an estimated budget for the year is produced by 
Mr. Harris after full conference with and approval by 
the operating officials of the company and the Commis- 
sioner of Utilities for the city, as a basis for the entire 
operations of the year. This budget is made up by 
months, and is known as “Monthly Normals.”’ A copy of 
this estimated budget for the first five months of 1921 
and for the year is shown in Table I. In this table as 
reproduced, only the car-mile figures for January are 
given, but in the actual form each item for each month 
is shown on a car-mile basis. As will be seen the figures 
for 1922 are based on the estimated cost of 253 cents per 
car-mile. In 1921 the figure was 28 cents per car-mile. 

At the end of each month, after the month’s expendi- 
ture has been calculated, the management fills in the 
actual expenditure for comparison and check. The 
amounts actually expended are compared with the esti- 
mated, or normal expenses and the per cent, above and 
below are calculated, as shown in Table II, which is the 
record for January, 1922. The figures for later months 
are kept on a cumulative basis for the year, but this 
obviously is not shown in a January statement. 
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As soon as this estimate has been compiled for each 
month, a copy is submitted to the city, together with the 
comparison given in Table III, which shows the princi- 
pal items on a car-mile and revenue-passenger basis, 
normal and actual, as well as the car-miles per revenue 
passenger and revenue passengers per car-mile, normal 
and actual. 

On the basis of this monthly report and comparison, 
the standards of car-miles per revenue passenger and 
earnings per car-mile by lines for the next succeeding 
month are compiled. These are in the forms shown in 
Tables IV and V, which were drafted for January, 1922, 
in December, 1921. The great apparent differences in 


RELATION OF ACTUAL AND EQUITABLE SERVICE 


Memphis Street Railway Co, 


Daily Report For Tuesday 1-31-22 


EARNINGS 
Standard 


CAR MILES 
FOR DAY 


High 


Actual 
Amount 


per 
Car Mile 


Equitable Actual 


CAR MILES 


Low 


the City Commissioner, so that he can keep in daily 
touch with the service given. This record can be used to 
check complaints of the service on any particular line. 
It has been found that this one feature alone has aided 
materially in having the public gain a conception of the 
fact that it was. getting its money’s worth all of the 
time and that the city was keeping close watch upon the 
railway to see that the standard of service was con- 
tinually maintained. 

Of course, from this performance record it is possible 
to redistribute service when the record indicates that 
the service provided on various lines is either high or 
low. A franchise of this kind has been found in Memphis 
to be a great incentive to the oper- 
ating force. The objective is clear, 
and each division and department- 
feels it must do its part or fall behind. 
Weekly meetings of the traffic men 
and of all the operating officials per- 


MONTH TO DATE 
CAR MILES 


High Low 


32,704 


. Norma) $283.43 860 


7 


mit opportunity for weekly checks. 


2. Madison 44.15 989.52 


36 


3, Raleigh 27,57 320.46 


45 


Though a number of blanks used 


. Binghamton 36.31 310.24 


36 


are not reproduced in this article, the 


Fic. 4—DAILY REpPoRT To CiTY CONSULTING ENGINEER, 
SHOWING VARIATIONS FROM THE NORMAL 
scheduled service between certain of these lines, when 
measured on a car-mile per revenue-passenger basis, are 
due to local conditions. For instance, the Riverside line, 
which shows by far the highest proportion between 
car-miles and passengers, operates only one car. 


THE SCHEDULE PREPARED FROM A BUDGET ALSO 


With these standards before it the company has to 
build up its schedules. They are prepared on the basis 
suggested in Mr. Harris’ original report, which is to 
take traffic counts at points of maximum load and allow 
an average in the morning and afternoon peaks of 60 
per cent overload for large cars and 40 per cent for small 
cars, and of one-third of a load in non-rush hours. 

From the number of seats thus determined it is pos- 

sible to calculate the number of cars to pass that point, 
and from the length of run and schedule speed, the 
number of cars, number of trips and the number of car- 
miles can be obtained. With the number of car-miles 
and the number of passengers it is possible to calculate 
the measure of service—the car-miles per revenue pas- 
senger. If this comes out either low or high, the 
schedule is changed. 
' All stopping points for cars are marked by a “car- 
stop” sign on the span wire, and these signs are spaced 
eight to the mile in the business districts, six to the 
mile in the residential districts and four to the mile in 
the suburban districts. Since the adoption of this plan 
it has been possible to increase the schedule speed of the 
cars, which in the month of April, 1922, was 10.1 
m.p.h. 

From the route schedules determined in the way 
already described the run schedules are prepared. They 
are typewritten on the form shown in Fig. 1 and a copy 
is given to each crew. As will be noted, all divisions, 
runs, time-tables and stations are numbered. 


TABULATION OF RESULTS 


In operation, daily reports by routes and monthly 
reports by days are compiled. The upper parts of these 
blanks are reproduced in Figs 2 and 3. A daily com- 
parison of the actual and equitable figures are also filed 
with the city on the form shown in Fig. 4, which gives 
the record for Jan. 31, 1922. This goes as a report to 


BY LINES 


accounting work required is not com- 
plicated. Only one man has been 
added to the accounting force to sup- 
ply these data as compared with those formerly pre- 
pared. In recompense, the general superintendent is 
kept in daily touch with his system, whereas before it 
was very difficult to obtain actual figures until after 
eight or ten days. The system seems to be giving equal 
satisfaction to the public. 

The theory of the system is such as naturally to bring 
about these feelings. Briefly it is that the city dictates 
the number of cars desired, though held down to certain 
limits so as to prevent extravagant service. The-com- 
pany carries out these orders in the most economical 
manner and its reward is proportioned to the economy 
which it exercises. The fare is only that required to pay 
operating expenses and a reasonable return on an invest- 
ment already recognized by the city. 


Boston Railway Reference List 


LIST of the literature on electric railway trans- 

portation in different cities in the library of the 
Boston Elevated Railway has been compiled by L. A. 
Armistead, librarian of that company. The réferences 
are complete as regards original reports, addresses and 
books contained in the library, but periodical literature 
is listed only when other references are lacking. The 
reason for this is that most technical periodicals issue 
indexes in which these references can be readily found. 
As a typical list, the following is given on Milwaukee: 


Arnold, B. J., Dee. 1, 1910. Pittsburgh Transportation 
Problem. Reserves for depreciation, page 118. Low 
earnings per mile of track, page 130, ete. 

Doolittle, F. W., 1916. Definition satisfactory service, page 
207. Opinions as to comfortable load, page 201. Basis 
of valuation, depreciation, allowances and rate of 
return, page 451, etc. 

Hagenah and Erickson, Oct. 26, 1918. Examination of ac- 
counts of M.E.R.& L. Co., for Employees M.B. Assn. 

Mass. St. Ry. Commission, 1918. Senate 300, page 274. 

Neal and Richey, 1917. Report on Western Trip with 
Mass. Spee. St. Ry. Comm. 

Public Service Ry. Co. of N. J., March 1919. Zone system 
in Milwaukee, page 31. 

Wisconsin Ry. Comm., Aug. 23, 1912. 
depreciation, efficiency statistics, etc. 

Wisconsin Ry. Comm., June 1, 1918. Rates of fare, zone 
limits, orders affecting service. 

Wisconsin Ry. Comm., April 4, 1919. Decision in rate case, 
zone limits, service standards. 


Fare case, annual 
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The Baltimore Plan of Parking Regulation 


How the Law Was Enacted—Co-operative Work of Railway Company and Automobile Club Educated 
the Citizens of Baltimore to See the Necessity of Automobile Parking 
Regulations in Order to Expedite Travel 


~ By JOHN E. CULLEN 


4 ; Assistant to the President 
United Railways & Electric Company of Baltimore, Baltimore, Md. 


plan” for the regulation of automobile parking, 
s but I have always doubted if we were the 
pioneers. I have understood that several cities tried 
out one or two parts of our plan before our law was 
passed, and so, at the outset, it must be understood 
that the object of this article is not to boast about 
“the Baltimcre plan,” but is more for the purpose of 
explaining its fundamentals, and, what is more impor- 
tant, how it became a law. 
First of all, it was based on the assumption by the 


. GREAT DEAL has been said about “the Baltimore 


superintendents of transportation, all will not mind 
acknowledging this was their frame of mind. As for the 
automobilist, he will readily admit all I have said. 

The Baltimore law was born in a period of repentance 
by both sides, and now that we are leading a life which 
is surrounded by the odor of unselfishness and sanctity 
—we would not change. It came about in this way: 
Late in 1918 we went through a hearing before the 
Public Service Commission on our petition for a 6-cent 
fare. The people’s counsel for the commission, Osborne 
I. Yellott, was also counsel to the Automobile Club, 


Av Lert, LOOKING East ON BALTIMORE STREET AT EuTAW, SHOWING PARKED CARS. 
Tris Is A “Two-LANEr” OF TRAVEL STREET AND EVERYTHING Must Move at 4:30. 


United Railways of Baltimore that the automobile was 
a great thing; that the citizens of Baltimore were 
-entitled to own automobiles and that the automobile 
had a right to be on the street, even when it was 
standing still. And, then, it was based on the assump- 
tion by the Automobile Club of Baltimore that, as 
the street cars daily carried 900,000 persons, those 
people were entitled to a ride unimpeded except by 
necessary delays, and one of the unnecessary delays had 
as its sole cause the unrestricted and selfish parking 
of automobiles on certain streets at certain hours. It 
sounds rather sophomoric, perhaps, to state those two 
points and then, with the gesture of a man taking a 
rabbit out of a high hat, say, ‘and there you are.” 

But there we were—and it was the end of a long, 
long trail which stretched: back to the days when the 
Baltimore street railways thought that the best solution 
of the automobile problem was to burn all automobiles, 
shoot all chauffeurs and make everybody ride on street 
cars, and the automobilists were for clawing up all the 
street car tracks and getting a smooth paved street, 
minus street cars, children, other people, other people’s 
automobiles and speed cops. 

This article is for a street railway man’s magazine; 
therefore, I feel fairly safe in assuming that, except for 
some blessed saint among the general managers and the 


_ 
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Every MoviInG VEHICLE IS IN THE CAR TRACKS. 
No PARKING OF ANY KIND AFrreR THAT Hour. 
Avr RicgHt, SAME VIEW As AT Lert, Excepr THAT IT Is 4:45 P.M. AND EVERYTHING Is MovING 


and a pioneer automobilist. Mr. Yellott was recently 
killed in his machine and his death was a great shock 
to Baltimore. I am sure that Mr. Yellott, were he 
living, would not mind my saying that during the trial 
of the 6-cent case he gave our company one of the 
worst drubbings it had ever received, and, incidentally, 
complained of the slowness of our cars. 

I am quite willing to agree that the company deserved 
all it got (including the raise in fare) and so it was 
with the confidence of a long friendship with Mr. Yel- 
lott and a knowledge of his fairness that I went to his 
office one day, soon after the close of the fare case, 
and said: “Let’s try to get together on a parking law 
that will change this situation downtown and help speed 
up our service. You have attacked us on our slowness 
—let’s see if we can start the reform by working out 
some answer to the parking problem.” 

At that time our cars crawled through the downtown 
streets, hemmed in on both sides by machines, many 
of them parked so carelessly that the motormen fre- 
quently had to get out and kick a wheel over the rail 
far enough for clearance. It was requiring twenty 
minutes to go eight blocks, and cars were hopelessly 
off schedule because cf delays in the business district. 
Mr. Yellott’s reply was entirely correct. 

He said, ‘“What’s the use of trying to do business 


784 


ELECTRIC RAILWAY JOURNAL 


Vol. 59, No. 19 


with you fellows when you want to hog the streets 
and not let anybody else on them?” We were old 
friends, however, and we both had our own ideas about 
the selfishness of both sides. We agreed to meet a 
few days later. Meanwhile, I was to get carte blanche 
from my company to agree to anything and he prom- 
ised to persuade the Automobile Club to accept what- 
ever he agreed on. And this is what we finally worked 
out; and this is the spirit of the Baltimore traffic law. 


THE INTERESTS OF THE MAJORITY SHOULD CONTROL 


Ordinary delays caused the street car by the auto- 
mobile, or the automobile by the street car, are all 
“in a day’s work,” and are to be accepted by each as 
a necessary part of the modern traffic situation. How- 
ever, there are certain times when the number of per- 
sons concerned must be the determining factor and, 
using this basis, there could then be no doubt that in 
the home-going time in the evening a street car with 
eighty persons should not be impeded by an automobile 
with a few persons in it—and certainly not by an empty 
machine which awaited the pleasure and convenience of 
its owner or driver. 

But, we decided, any law which gave this deserved 
preference to the street car riders should not be applied 
except at the places where it was needed and at the 
time it was needed. This was an obvious point. The 
parking law in force at that time prohibited parking 
lasting more than two hours. It was a poor law; was 
only enforced occasionally and was absolutely unneces- 
sary on a large majority of the streets. 

What Mr. Yellott and I were trying for was the kind 
of law which the man with the automobile could see 
Was necessary and yet, at the same time, the kind of 
law which would remedy the downtown delays. We 
finally hit on what he afterward called, and very aptly, 
“the yardstick of necessity.” And it was this: 

First, define the downtown section; the congested 
area. We did that, and it was easy to define. We 
took the limits of the downtown section which was 


AT Lert, LookinGc East oN BALTIMORE STREET AT LIGHT STREET. 
TRAFFIC. : 


guarded by traffic police. 
method and we used it. 
Second, we adopted what I have always thought was 
the soundest part of our plan. We said that on those 
streets which were wide enough to accommodate on 
each side a moving street car, a moving automobile 
and a parked automobile, exactly parallel with each 
other, there was no necessity for the prohibition of 


There always is the surest 


parking at any time. This meant that the street car 
tracks were for the free movement of street cars, and 
at the evening rush hour when cars were practically 
bumper to bumper the tracks were for the exclusive 
use of the street cars. It meant, also, that there was 
a moving lane of traffic to the right of the street car 
which was for the use of automobile and other traffic 
and that it was assumed that, except for unnatural 
delays, this lane would provide freedom and rapid 
transit for the automobile. In many cases the rate of 
speed achieved by the automobile in its lane of traffic 
is greater than that of the street car, as will be ex- 
plained in a later article, when we get to the safety 
island part of the plan. 

What Mr. Yellott and I had in our minds was that 
something had to be-done to get the automobile out 
of the car tracks in the rush hour in the evening. 
Every street downtown was so littered with parked 
automobiles that on most of them there was only one 
open liquid lane of travel in either direction, and 
that was the space occupied by the car tracks. It 
was not an uncommon thing for street cars which 
should have been 5 ft. or 10 ft. apart to be separated 
by the space of sixteen automobiles, simply because 
nothing moved on those streets except in the car tracks. 

The disarrangement of schedules can be imagined. 
Cars on heavy lines which should have been forty-five 
seconds apart were limping along at the time interval 
of three or four minutes between them. What was 
visualized and what actually came true was that if we 
gave moving automobilists a clear space alongside of 
the car tracks they would not only cease to interfere 
with the street cars but would have the advantage of 
not being interfered with. 


IF PARKING Is ALLOWED, A TIME LIMIT DOES. 
More HARM THAN GOOD 


It is important to note at this point that on such 
a street as has been described, where there is room on 
each side for a moving street car, moving automobile 


Cars PARKED ON SIDE LEAVE ONLY LANE OF TRAVEL FOR ALL 
AT RicHT, Same as at Lerr, ALL PARKING OvER, AND STREET IS CLEAR ON RIGHT FOR 
AUTOMOBILE TRAFFIC. 


Time 4:40 Pm. 


and parked machine, we not only did not prohibit 
parking, but we put no restriction on it whatever. This 
should be borne in mind in the making of any parking 
law; that if there is no obvious necessity for prohib- 
iting parking, then such a prohibition is not only foolish 
but hurts the entire cause of traffic regulation. 

I have often doubted the wisdom of laws which fix 
one and two hours as the limit for parking. They are 
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very difficult in enforcement and, so far as the street 
railway man is concerned, I personally think that the 
parked automobile is better for us when it “stays put,” 
rather than having it jump in and out of traffic every 
half hour. Certainly it is more important that during 
the evening rush hour everything move than it is to 
have constant moving during the day. 

Still applying the “yardstick” of necessity and what 
seemed to us a very sound reason, we determined that, 
on all streets in the congested district where there 
were only two lanes of travel on either side of the 


LOOKING EAST ON BALTIMORE STREET FROM HOWARD STREET. 
EVERYTHING IN THH CAR TRACKS 


street, beginning at 4:30 p.m. everything on that street 
must move. That meant that automobiles could park 
there all day long if they desired, but at 4:30 the car 
tracks were for moving street cars, and the travel lane 
to the right of the car tracks was for moving automo- 
biles and other vehicles. On such a street as this, even 
one parked machine in any block would immediately 
force all moving traffic into the street car tracks. 
Having arrived at this general agreement, we started 
to apply the principle to the map of the congested area, 

First of all we exempted all streets on which there 
were no car tracks. There are streets, of course, where 
there are no tracks, which are so narrow that parking 
is dangerous, but we left those to the general authority 
of the police department, which under the public safety 
laws has plenty of authority to regulate the parking on 
such streets. This law was to be one of absolute 
necessity, and we left to the police department the job 
of judging the necessity on trackless streets. Then 
block by block where there were tracks we applied 
the yardstick, first for width and then for that other 
and tremendously important factor—‘“the time park- 
ing should not be allowed.” 

And the reason why that is important is because 
on some of the streets which were narrow there was 
absolutely no sense in prohibiting parking up until the 
evening rush hour, when the number of street cars 
passing through that street is suddenly tripled and the 
number of automobiles augmented in probably the same 
ratic. In other words, there were many blocks where 
parking during the day did not interfere with our cars 
in the slightest way—so we asked for the prohibition 
only when it was needed. 

Then we had to determine the hours of necessity. 
This was very important and as we found afterward 
was to give us the greatest amount of trouble. We 
fixed on them from 4 p.m. to 7 p.m., with the idea that 4 


p.m. was probably a little too early, but by that time 
both Mr. Yellott and myself were so enthusiastic that 
we were making concessions to each other and trying 
to build what we thought was an ideal law. 

And so he wrote the law. Since his death I have 
had brought back to my mind how splendid he was and 
how interested he was that afternoon when we went 
over the map, block by block, and determined how we 
would stand. 

We each had a fairly easy time with our own people. 
The Automobile Club, which invariably accepted his 


THERE IS A CLEAR PATH TO THE RIGHT FOR THE USE 
OF THE AUTOMOBILE 


judgment, had the added advantage of a president and 
secretary who were broad-gaged leaders; who saw that 
some change must be made in the parking situation and 
who were far-sighted enough to see that if the selfish 
motorist was allowed to clog up the main highways 
of travel for 900,000 persons, they would ultimately 
bring down upon all of the decent motorists laws which 
were too harsh and certainly undeserved. John S. 
Bridges, the club’s president, and H. M. Lucius, the 
secretary, immediately threw themselves into the fight 
for the passage of the Yellott law and never wavered in 
their determination to co-operate with us to solve a diffi- 
cult problem. 


EVERYBODY AGREED TO THE LAW BEFORE IT WAS 
PRESENTED 


Thomas A. Cross, who was then president of the 
United Railways, and Herbert B. Flowers, our general 
manager, both agreed to the Yellott bill and it was 
with the encouragement of this reception that Mr. 
Yellott and I determined to attempt what had never 
been attempted before on such a law; that was to get 
every one concerned to agree on its provisions before it 
was presented to the City Council and thus insure its 
speedy passage and preserve its original form. 

We were in for “breakers ahead” before long, but 
the result justifies the declaration that this is the only 
practical method of passing such a law, and, what is 
more important, having it enforced. 

We submitted the proposed law to the Merchants 
and Manufacturers’ Association, the Retail Merchants’ 
Bureau, the Charles Street Merchants and the Auto- 
mobile Club executive committee. From the start the 
real fight developed on the hour at which the parking 
prohibition would become effective, and 4 p.m. was 
unanimously attacked by the merchants affected. They 
said that if persons owning automobiles could not park 
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on certain downtown streets after 4 o’clock, the busi- 
ness of the stores would practically be over at that hour, 
while the closing hour at that time was 5:30. 

This was complicated by the fact that in one por- 
tion of the shopping district the streets were wide 
enough to escape, by our yardstick method, any prohibi- 
tion of parking; while on others, where were located 
some important stores, the streets were narrow and 
the no-parking rule was badly needed. Such a condi- 
tion made the merchants in the proposed “unlimited 
parking” area very self-conscious, particularly after 
some of the not-so-level-headed merchants started 
rumors that we were trying to favor the other side. 
These rumors made the unaffected merchants get into 
the fight so as to prove their allegiance to the Retail 
Bureau, and for several weeks things looked very dark 
indeed. 

It is a pleasure to record how splendidly the Auto- 
mobile Club acted in those bad days. Mr. Yellott by 
this time was busy on other things, but Mr. Bridges and 
Mr. Lucius, aided by several members of their board, 
continued the fight and every effort which was made to 
get the Automobile Club to desert us only made these 
gentlemen stronger in their faith in the proposed law. 

Finally Mr. Yellott and I agreed that it would be 
proper for us to compromise with the merchants by 
changing the hour of parking prohibition from 4 p.m. 
to 4:30 p.m. When this was announced to the mer- 
chants, many of them realized that it was all that could 
be expected from us and, except for several “bitter- 
enders,’’ we from that time on had them with us. We 
were careful to explain that, beginning at 4:30 p.m., 
our tracks downtown were saturated with street cars 
which were moving according to schedule and getting 
into position where they would play their part in the 
evening rush hour. 

It was difficult for the merchants at first to see 
that car-peak came before passenger-peak—that is, that 
we had our cars on the tracks before the opening of the 
actual passenger-peak. This meant that the time be- 
tween 4:30 and 4:45 would witness a considerable 
traffic peak because of automobiles which would pull 
out of berths on restricted streets. This would give 
us only a few minutes before 5 o’clock in which to get 
the downtown traffic moving freely on all possible 
lanes of travel. Obviously, if the law did not become 
effective until 5 p.m., the vehicular-peak coupled with 
the passenger-peak would make an impossible situation. 
We informed the merchants if the time was fixed at 
5 p.m., we would have to fight against its adoption, 
knowing as we did that it would hurt instead of help. 

All of these statements were accepted as true, and 
while some of the more obdurate merchants were for 
killing the whole plan, the Retail Merchants’ Bureau, 
which also had splendid leadership, voted by a consider- 
able majority to approve the plan. The other associa- 
tions did likewise. 

Only one other point had come up which might be 
of interest to readers of this magazine. I have spoken 
of the difficulty of enforcing the one and two-hour 
limit of parking. Both Mr. Yellott and I were puzzled 
to devise some scheme that would make a law self- 
enforcing, and we finally hit on a plan of placing on our 
trolley poles signs which told the automobilist exactly 
when he could and could not park. This idea was writ- 
ten into the law and it meant that a person about to 
park an automobile had only to look at the nearest 
trolley pole and if there was no sign on it he knew 
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he could park there as long as he liked. If, on the 
contrary, there was a sign, it told him exactly what 
the regulations were. 

We used the same idea also in enforcing another 
portion of the law which prohibited the parking of an 
automobile within 50 ft. of any crossing where a street 
car stopped to take on or discharge passengers. This 
was done so as to eliminate the evil of persons having 
to climb through automobiles to get to a street car. It 
always caused trouble because women were getting their 
clothes dirty and making claims. 

With the heartiest kind of co-operation from the 
Automobile Club, we provided that a mark should be 
placed at the corners where cars stopped, this mark 
to be 50 ft. from the intersection, and automobiles 
would thus know that they would have to park back of 
the mark. This has worked splendidly, and will be dis- 
cussed with other phases of parking regulations in a 
later article. 

When the ordinance, as we had agreed upon it, was 
advertised by the committee of the council which was 
considering it, and a date set when advocates and 
opponents of the bill could appear, what happened was 
that there were only four of us attended the meeting, 
Mr. Yellott, Mr. Bridges, Mr. Lucius and myself. As 
we were all for the plan, the hearing lasted five 
minutes and a short time later the bill was passed and 
became a law, May 8, 1919. None of us has ever re- 
gretted its passage. 

How the law worked and what difficulties had to be 
encountered in stimulating its enforcement will be told 
in a subsequent article. 


Tramway Cars and Trolley Buses 
in Great Britain 


N AUTHOR writing in the April 22 issue of 

the Génie Civil reviews in extended fashion and 
with many illustrations the present tramway and 
trolley bus situation in Great Britain, in so far as the 
rolling stock is concerned. 

The general conclusion, based on an extended study, 
is that while transportation vehicles in Great Britain 
cover a wide variety of types, one of their common 
characteristics is the tendency to use two decks, 
whether the car is for use on rails or on the roads. 
This preference is due to appreciation of the ability 
of the double-deck vehicle to transport large numbers 
of passengers during the peak with minimum inter- 
ference with other traffic. On the other hand, one 
manufacturer who has furnished a number of lines 
with trolley buses prefers the single-deck bus, but one 
having a body of large capacity, such as that used by 
the Tees-side Rail-less Traction Board. 

The author of the article quoted sees considerable 
virtue in the argument for two decks for Paris. He 
compares a double-deck bus with the last model of bus 
and trailer put in service before the war by the 
Compagnie générale des Omnibus, the whole covering a 
length of 82 ft. One double-deck bus, he states, can 
easily transport ninety persons. 

He also said a good word for the electric trolley bus, 
for which he sees a future in France in various regions 
where economical and rapid means of communication 
are needed, but where the expense of rail lines 
precludes their use. Sections in the east and north of 
France, where water power is abundant, will profit 
particularly by the development of this system. 
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Improvement in Turnstile Cars 


One-Man Operation with Double-Truck Cars in Utica and Syracuse Has Increased Steadily 
Until Now Utica Has 100 per Cent Operation—Improvements 
in Turnstile Arrangement Are Described 


the New York Electric Railway Association in New 

York City on Jan. 24, 1922, H. S. Sweet, engi- 
neer of equipment for the New York State Railways, 
described the novel features of the cars operated by 
one man in Syracuse and Utica. An abstract of the 
paper was published in the ELECTRIC RAILWAY JOURNAL 
for Jan. 28, 1922. For this service double-truck cars 
are operated on the pay-as-you-leave principle with the 
rear or center doors used for entrance. Turnstiles are 
used to prevent exit other than at the front doors. 

Since the presentation of this paper a number of 
improvements have been made in the construction of 


[: A paper read before the midwinter meeting of 


periments showed that the three-arm type of construc- 
tion has several important advantages. The natural 
tendency of passengers when using the turnstile is 
to turn it for more than a quarter of a turn—in fact, 
in most cases this is necessary in order to provide 
for free movement. This, then, leaves the turnstile 
arm, where a four-arm turnstile is used, in a position 
which requires further movement before the next pas- 
senger can enter, while with the three-arm type of 
turnstile the passenger on leaving pushes the turnstile 
to such a position that it can be readily entered by 
the next passenger. The wooden-top type of turnstile 
is also of very light construction, which makes it easy 


TURNSTILE APPLICATION TO PETER WITT CAR WITH 
CENTER ENTRANCE 


the turnstiles in the pipe framework for guiding passen- 
gers on entering and in the seating arrangement at the 
entrance. Double-end cars also have been equipped 
with turnstiles, which is an additional application to 
that previously described. This latter arrangement 
permits operation by either one or two men, as desired. 

The first design of turnstiles used had four arms 
and they were constructed of wrought-iron pipe. This 
pipe-constructed turnstile extended to within approx- 
imately 12 in. of the floor and reached to a height of 
the waist of an average person. In the illustrations 
used with Mr. Sweet’s article there were three projec- 
tions in a vertical plane for each arm and these were 
connected together at the ends by a pipe with a tee 
in the middle and elbows at the ends. The pipe bar- 
riers were also constructed with a spacing of approx- 
imately 12 in. While this construction provided an 
effective barrier against passengers trying to force 
their way underneath, in actual service such a formi- 
dable barrier was found unnecessary. In the late design 
the pipe framing has been simplified to a large extent 
and consists more of a railing for properly guiding the 
passengers than a formidable barrier. 

The type of turnstile has also been changed from 
the pipe construction to a three-arm wooden type. Ex- 


TURNSTILE APPLIED TO REAR ENTRANCE Door, NOTE EXTRA 


SEATS AT SIDE AND REAR 


to move. It provides a very attractive appearance and 
with all corners and ends properly rounded there is 
no obstruction which would in any way have a tendency 
to cause accidents or tear clothing. 

The ratcheting arrangement for the turnstile is 
located at the bottom of the center support and is 
inclosed with a sheet-iron case. As described in Mr. 
Sweet’s paper, this has a mechanism for releasing the 
turnstile so that passengers can use the rear door for 
exit in case of emergency or at points where fare col- 
lectors are stationed to collect the fares at the rear doors 
to relieve congestion. This releasing of the turnstile 


for backward movement is entirely controlled by the 


operator from the front end, and an emergency applica- 
tion of the brake also causes the turnstile to be released 
as well as to permit the operation of the doors by hand. 
In the latest arrangement the pipe framework con- 
nected to the center support of the turnstile passes 
above the turnstile arm. This construction was found 
to be of advantage as the pipe thus forms an effective 
barrier and prevents the tendency of passengers to 
push the turnstile to a position further than is abso- 
lutely necessary for exit. 

In the cars described in Mr. Sweet’s paper the turn- 
stiles were located directly opposite the entrance door. 
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Where the rear door was used for entrance, passengers 
were required to pass around to the left side of the 
platform and then to enter the car body by a step up 
at the bulkhead. On a later type of car this construc- 
tion has been changed as shown in the accompanying 
illustration. On rear entrance cars the turnstile is 
now located just forward of the entrance door and 
directly opposite the first window toward the front 
of the car. The pipe framework guiding passengers 
also leads them toward the front of the car instead 
of directly across the platform. The step up to the 
level of the inside car floor is made as the passenger 
enters the turnstile, and the exit from the guiding 
railing leads directly to the aisle of the car. This con- 
struction permits the flooring over of a large part of 
the rear quiet and the installation of seats, which 
materially the seating capacity of the car. 
A short he ] seat which was originally in the 
position now I y the turnstile was removed, 
but through the increased seating capacity of the lon- 
gitudinal seat on the opposite side of the car and 
across the rear end from four to six additional pas- 
senger seats are obtained. In operation this type of 
construction has additional advantages in relieving con- 
gestion during rush periods, as passengers on entering 
are directed toward the front of the car and leave the 
rear free for other passengers to enter. With extreme 
overload conditions there is a considerable space for 
standing passengers in front of the new seat provided 
at the rear of the car. 
An accompanying illust 


ration also shows the improved 


FRONT PLATFORM ARRANGEMENT OF REAR-ENTRANCE CAR 


type of turnstile and pipe framework as applied to a 
Peter Witt car where the center door is used for entry. 
The arrangement of the pipe framework as far as 
directing the passengers into the car is similar to that 
previously described by Mr. Sweet, but the pipe frame- 
work has been simplified to a large extent and the 


ING ARRANGEMENT FOR REAR-ENTRANCE CarR. B-—Pran oF DocBLE-END CAR PROVIDED WITH TURNSTILES 
C—PLAN oF TURNSTILE ARRANGEMENT USED IN PETER Witt CAR 5, 


- 
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three-arm turnstile substituted. The latest type of 
construction provides a space of approximately 28 in. 
underneath the lowest pipe barrier. This is found of 
great convenience to passengers who have baggage or 
bundles as they can pass their baggage underneath the 
lowest barrier without the necessity of carrying it 
through the turnstile. The pipe framework is con- 
structed of 1-in. pipe. z 

An accompanying illustration shows the plan of a 
double-end car fitted with turnstiles. The general 
construction and location of the turnstile and barriers 
are the same as for single-end cars, but of course the 
seat opposite the entrance and around the rear end 
of the car is omitted and this space is used for stand- 
ing passengers or for exit when at the front end. As 
will be readily seen from a study of the illustration, 
this type of car can be used for operation by either 
one or two men. 

In the illustration showing the front end of the car 
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an idea can be gained of the free passage used for 
exit and of the arrangement of the control equipment 
on the platform. 

The Syracuse cars are now being equipped with 
special safety features which provide all of those 
found on the standard Birney safety car and several 
others in addition. The fare box is located just 
to the right of the hand brake wheel and to the 
left of the passenger as he leaves the car. A lamp 
has been installed back of the fare box which illumi- 
nates the change tray during darkness, and a shield 
effectively prevents the rays of this from interfering 
with the vision of the operator. ‘As a guide to pas- 
sengers using this type of car a sign is hung on the 
front reading, “Rear Entrance,” and the bulkhead has 
a large sign inside the car which reads, “Front Way 
Out. Pay as You Leave.” A special form of transfer 
and change rack has been designed which fits on the 
window sill back and to the left of the fare box. 


Terre Haute Starts Weekly Pass 


Elephant “Sandwich-Man” Is Pressed Into Service to Supplement the Company’s 
Newspaper and Car-Window Publicity—Large Sales Are Recorded 
Despite the Strike of Coal Miners 


ERRE HAUTE is so 
well known for the 
way it has stimulated 
traffic through maintenance 
of the 5-cent fare and the 
100 per cent use of short- 
headway safety cars that 
one might have expected 
the management to rest 
on its laurels by assum- 
ing that saturation had 
been attained in the street 
car riding habit. One need 
only mention that in 1913, 
with but 600 private auto- 
mobiles, the riding index 
was 158 rides per inhabi- 
tant per annum, yet in 1920, 
with 5,500 private automobiles in the city, the riding 
index after falling in the pre-safety years, had risen to 
176. The latter condition also obtained during 1921. 
According to the latest information there are now 
11,000 automobiles in Vigo County, of which probably 
8,000 are in Terre Haute itself. 

For all that, Edwin M. Walker, general manager, was 
entirely open to consider any plan that would develop 
revenue and riding still further. He had followed 
carefully the installation of the weekly unlimited-ride 
pass at Racine, Kenosha, Youngstown and other places, 
and concluded that it had merit for Terre Haute con- 
ditions. One argument for its use at Terre Haute is 
that the hard times had brought out some forty to 
fifty jitneys, part of which fulfill a legitimate job in 
serving areas not reached directly by the cars, but all of 
which are free to run as they list. They charge 5 
cents, for example, during the daylight hours and 10 
cents, nominally, after 7 p.m. However, by a twist of 
the wrist the 10-cent sign is converted to “Taxi!” 

Judging by experience elsewhere, Mr. Walker believed 


THE PAT ARRIVAL OF A CrRCUS WAS TURNED TO GOOD USE BY 
QuICK-WITTED MANAGEMENT 


that the jitneys would be 
brought to a minimum with- 
out any regulation whatso- 
ever if the pass were used, 
since a passholder’s privi- 
lege of unlimited street 
railway service cannot be 
duplicated by individual or 
even associated jitneymen. 

As briefly noted in the 
ELECTRIC RAILWAY JOURNAL 
for April 15, 1922, the gen- 
eral publicity was laid out 
by Walter Jackson working 
in co-operation with Arthur 
R. Kling, the company’s 
special publicity man. Ex- 
tremely favorable news 
articles appeared in the two local papers, one of which, 
the Tribune, assigned its star reporter to cover the 
assignment and also ran a complimentary editorial on 
the management’s forehandedness in trying a plan for 
lower fares and greater public usefulness. The follow- 
ing week the company ran advertising copy daily down 
to Monday, May 1, the day the passes went into use. 

The effectiveness of the “buy in advance” argument 
may be gaged from the fact that about one-half of the 
total sales were made on Friday, Saturday and Sunday in 
advance of use. This is a record achievement, proving 
incidentally a world of confidence in the promises of the 
local railway, since the pass was a wholly novel idea to 
the public. Specimens of the advertising are repro- 
duced. One important feature was the use of a picture 
showing how the pass should be presented on entering 
the car. This was held to be wiser than ordering the 
public to do so and so, aside from which a picture is 
also more effective. 

In addition to the news and advertising matter men- 
tioned, a good news story was made cut of the fact 
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Every SAarety CAR EARNED A WINDOW PLACARD, Too 


that an admirer had purchased for Mayor Davis Serial 
No. 1 of Pass No. 1; and there were also the prelim- 
inary car window placards setting forth the good news 
that one could “Ride 50 Times a Week for $1.00.” First 
prize in publicity ideas, nevertheless, must go to Mr. 
Walker himself, whose quick wit resulted in impressing 
an elephant of the Gollmar Brothers’ circus in town on 
May 1 to act as a “sandwich-man.” As all Terre Haute 
was lined up to see the circus parade with its Ponderous, 
Pachydermatous Performers, the good inhabitants were 
advised to “Be Thrifty—Own a Dollar Weekly Pass— 
It’s Transferable.” According to the register records 
of May 1, the advice was taken to heart, for the pass- 
holders kept their passes busy enough to average about 
five “origin-to-destination” rides on Circus Day! 
Terre Haute is the center of a coal mining district, 
harboring some 6,000 miners who have been idle since 
April 1 and are therefore not prospects for riding on 
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assuming that only 25 per cent of the miners <ook 
advantage of the pass. 

Aside from this temporary obstacle to maximum 
pass sales is the permanent one that a single trip costs 
only the low and convenient fare of 5 cents, thus mini- 
mizing the argument of convenience and change 
abolition. The pass also costs $1, which, in this case, 
means twenty cash fares (there are no ticket rates) 
compared with the situation in Fort Wayne and 
Kenosha, where the pass equals sixteen ticket fares; 
in Racine and New Brighton (Beaver Valley), where it 
equals seventeen usual fares, and in Youngstown, where 
it equals but fifteen ticket fares. While this relatively 
higher price tends to cut down sales, it also comes 
closer to assuring a profit on the majority of purchasers. 

In spite of these handicaps, the sales for the first week 
were 1,493 out of a total city revenue of $12,651, or 11.8 
per cent. This compares with 818 $1 passes in Racine’s 
first week against a then fare of 6 cents and 53 cents 
workman’s limited-hour fare at a time when Racine 
was prosperous and had about 60,000 people—or but 
6,000 less than Terre Haute. Racine is too close to 
Chicago and Milwaukee to be as good a shopping town 
as Terre Haute, but on the other hand it has a greater 
diversity of high-grade industries. Present Racine 
sales are on the order of 2,200 a week, showing that the 
public takes to this style of transportation more and 
more as times goes on. 

The Terre Haute, Indianapolis & Eastern Traction 
Company is registering the presentation of passes on 
an overhead register, while cash fares are dropped in 
a counting-type farebox. The figures for the first week 
show a total of 59,279 registrations, the equivalent of 
forty rides per pass a week. After making 25 per cent 
allowance for what would otherwise be transfers, the net 
“origin-to-destination” rides per week proved to be 30. 
This figure was doubtless swollen by the advent of the 
circus, May 1. From general experience with passes in 
cities of similar size and area, it may be estimated that 
with a greater number of sales the average daily rides 
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a pass. Their idleness in turn depresses other activi- 
ties in Terre Haute, which go up or down as the coal 
business moves. 
mated, prevents the sale of at least 1,500 passes a week, 


This condition in itself, it is esti- 


should be four, except for Sundays and holidays, when 
the average falls to two and one-half. 

While it is too soon to expect any heavy decline in 
the forty to fifty competitive jitneys, a number of partial 
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Terre Haute, Indianapolis & Eastern Traction Co. 
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THE Back OF THIS PASS FEATURES THE COMPANY’S 
GooDS—THE SAFETY CAR 


or complete jitney customers have stated that the 
weekly pass means an end of jitney riding for them. 
Perhaps the most interesting incident in this connec- 
tion was the boldness of one of the platform men who 
deliberately planted himself at Seventh Street and 
Wabash Avenue, and sold twenty-six passes right under 
the noses of the discomforted jitney operators! 

Mr. Walker’s enthusiasm for the safety car is reflected 
in the style of pass adopted. The back carries a half- 
tone engraving of a flock of the famous “green bugs” of 
Terre Haute. To encourage the sense of salesmanship 
in his men, he has arranged to put them on a com- 
mission basis at the rate of 2 cents per pass sold. The 
range of sales ability among platform men is revealed 
by the difference in sales, the top man selling 60 and 
the bottom man 5 passes. During the first week there 
were also three prizes of $3, $2.and $1. 


New Locomotives for Metropolitan 
(London) Railway 


WENTY electric locomotives of new design are 
being supplied to the Metropolitan Railway for 
service between Aldgate and Baker streets, London, on 
the Metropolitan Railway. These are replacing steam 
locomotives. They haul a trailing load 
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DATA FOR NEW METROPOLITAN RAILWAY 1,200-HP. 
ELECTRIC LOCOMOTIVE 

Length Over’ buffergta.A sys oon Segre eae dan Ween ook ce 39 ft.6 in 
Length overibedys. Site. o> stucco ok A chic Misc wie oe 35 ft. 
‘Width overbody. shalt ah ah. se ee oro inc Ao c eck 8 ft. 
Height; fromvesilas totais, Sete od ons Sen law cies eno. 12 ft. 43 in 
Center to conter ofvtruclists:. 6 occ lecsvccswas vs oc.,  20ft. 3in 
Wheelbase'of motor truok.<,; ...5y.hct bbc aee sa cee von 9ft. 3in 
otal wheelbases: sh. Biceh ee. suai 2 ss Aviles nates 6% 29 ft. 6in 
Diameter of running wheels. ...............-000ceeess 434 in 
Gear ratios sree are aie a do aes es Sect she ar odelscew 23 to 57 


carried by some of the coaches and are connected to a 
power bus line running through the train. This is to 
permit the train to pass readily over gaps in the collect- 
ing rail. 

Some of the dimensions of the locomotive are given 
in the accompanying table. 

These locomotives are being supplied to the specifica- 
tions of Charles Jones, mechanical and electrical engi- 
neer of the railway. The details of the locomotive are 
covered ‘in recent articles in Engineering, London. 


Change Tray in Birmingham 

SIMPLE change tray has been installed on a num- 
ber of the one-man cars of the Birmingham Rail- 
way Light & Power Company of Birmingham, Ala. 
This company charges an 8-cent cash fare, sells tickets 
at a reduced rate, and issues transfers, and the tray has 
been found a great convenience to both operator and 
passengers. As shown in accompanying illustration the 
tray is mounted on the usual bracket that supports the 
fare box and consists of a dished-tray made out of 14-in. 
cherry board and about 7 in. x 8 in. in size. This tray 
is supported on either side by thin steel plates, which 
project about 4 in. above the cherry board. The tray 
is swiveled on the post so that it can be revolved as de- 
sired by the operator. It is also arranged so that the 
operator can tip it toward himself, when the tickets and 

cash which may be on the tray will run into his hand. 
The tray allows passengers when boarding the car to 
deposit their fares and transfers on the tray and take 
their seats. It also provides a very satisfactory means 
for the operator to make change. By it also the fare is 


hax 


2 per car 


of 180 tons, six of the standard passen- 
ger coaches, and are designed for high- 
speed service. The energy consump- 
tion guaranteed by the contractors, the 
Metropolitan-Vickers Company, Ltd., 
was 60 watt-hours per ton-mile. 
The locomotives are of the 0-4-4-0 
type, comprising two trucks, each car- 
rying two 300-hp. self-ventilated mo- 
tors driving the axles through single 
reduction gearing. The total weight 
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is approximately 573 tons. 
The electric power supply for these 
locomotives is at 500 to 600 volts on a 
third rail, with an insulated negative 
return rail laid in the center of the 
track. The running rails are not used 
for the return circuit as they are em- 
ployed in connection with a signaling 
system. There are four positive and 
two negative collecting shoes on the 
locomotive, the positive shoes being in 
set of shoes being fixed on each side. 
shoes are on the center line. 


duplicate, one 
The negative 
Collecting shoes are also 
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CHANGE TRAY FOR BIRMINGHAM CARS 

deposited in plain view of the operator, who thus has 
an opportunity to know that the correct fare has been 
paid. An overhead double fare register is used. 
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Hospitality Month at Elmira 


HE success of the Courtesy Campaign conducted by 

the Fifth Avenue Coach Company, New York City, 
and of the Civility Campaign of the Northern Ohio 
Traction & Light Company, Akron, Ohio, led F. H. 
Hill, vice-president and general manager of the Elmira 
Water, Light & Railroad Company, Elmira, N. Y., to 
consider holding a similar campaign on his property. 
Mr. Hill’s company subscribes to Babsen’s reports, 
i while the proposed Courtesy Campaign was being 
considered Roger W. Babson’s letter on hospitality was 
This letter gave Mr. Hill the inspiration to 
so further than a Courtesy or Civility Campaign and 
co have a Hospitality Month. 

Accordingly the period from Feb. 15 to March 15 
was designated as Hospitality Month and plans were 
made for an intensive campaign among the employees 
of the company. 

The rst step was a letter from Mr. Hill smnouncing 
the campaign and the reasons for it. This letter, 


mailed to each employee’s home, read as follows: 
Feb. 3, 1922. 


and 


received. 


Dear Fellow Worker: L 
of us depend upon the public, whom we supply with 
ric, gas or street car service, for our living. 

of us come in contact with the publie to some ex- 
er face to face or over the telephone. The public 
judges any concern largely by the action of its employees, 
and the public must think well of it before any concern can 
be prosperous. 


Electric Railway Publicity 


Devoted to How to Tell the Story 


On our cars, for instance, if we are cheerful and courte- 
ous and help render good, safe service, the public will feel 
at home and will be pleased. A pleased public means that 
more street car rides, or electricity or gas, will be sold; this 
ae for the prosperity of the company, in which we all 
share. 

This spirit of hospitality is indispensable to the prosper- 
ity not merely of our company or our city but of the entire 
nation. 

We wish to do our part in promoting hospitality by hold- 
ing a “Hospitality Month” beginning Feb. 15, believing 
that all of us will become so accustomed to cheerful and 
courteous thoughts and words and acts during this month 
that hospitality will become a habit. 

During the month we will have a number of employees’ 
meetings at Roricks Glen, at which there will be talks by 
interesting speakers, followed by entertainment. Watch 
the bulletin boards for further announcements. 

Let us all co-operate so that we may have a real “Hospi- 
tality Month.” Sincerely yours, 

F. H. Hm, Vice-president. 


Then a series of four meetings for employees and 
their families was p’anned, to be held in the company’s 
dancing pavilion in the park operated in connection 
with the street railway system. 

Just before the first of these meetings a special 
announcement of the meeting was mailed to each 
employee, together with a booklet containing extracts 
from Mr. Babson’s letter on hospitality. 

The first meeting was held on Feb. 15, with Mr. Hill 
presiding. The speaker of the evening was John 
MacIntyre of the Society for Electrical Development. 
Another meeting was held Feb. 28, with H. B. Harmer, 


One Thought a Day About Our Business 


Feb. 22, 1922 


Number 8 


Passing the Buck 


ort these days is that known as_ “Passing the 
ome of us the game becomes a habit and we 
ge duties and responsibilities by passing them on to 


€ organization like ours each one of us, of necessity, 
iefined duties and responsibilities, which if properly 
€ enough to keep us busy. However, if we do not 
interest in the company and its customers, we are 
olders and neither the company nor ourselves will 
t progress. 


to it that he secures the information he desires. If it is neces- 
sary for the inquirer to discuss the matter with some one at the 
office give specific information as to whom he should see and 
where. 

Nothing is more exasperating than to be passed from one per- 
S0 lepartment to another in an effort to secure information. 
er that few people have any conception of the size and 

our organization and true hospitality demands that we 
an active personal interest in seemg that no one has just 

complain of our methods and service. 
H. E Gover, 


Assistant to General Manager. 


NOTE—A new thought prepared by an employee is dis- 
tributed each day during Hospitality Month to all employees 


Please save this and put it in the folder provided. 
ELMIRA WATER, LIGHT & R. R. CO... Elmira, N. Y¥. 


Service 

Service is a rather broad term. To comprehend its fullest sig- 
nificance when applied to the Public Utilities Organization would 
afford some student of thought a study worth while. We, as 
members of such a bedy, may consider “service” from a twofold 
point of view. First: Our Service to the Company; Second: 
Our Service to the Public. 

Considering the first: Regardless of our relative position in 
the cog-wheel of business, we all play an important part in the 
performance of our respective duties. To attain a maximum 
degree of efficiency means that every one must conscientiously 
render service which is as near 100 per cent perfect as human 
beings can make it. While the business may be divided into func- 
tional units such as power house, traction, gas, electric light and 
office departments, these various components are so dependent 
upon one another that co-operation to the fullest extent makes 
for the high grade of service, which it is our duty to render. 

Considering the second: Who may judge the character and 
quality of our service better than our customers? Truly, they 
make it possible for us to de business. We owe our very ex- 
istence to them.’ All of us’ know just what constitutes service 
from the viewpoint of our customers. F 

It seems that such vital characteristics as loyalty, co-operation, 
hospitality, sincerity and courtesy should be manifested in every 
word and deed not only in our organization but also in our rela- 
tionship to our customers. Service which is cheerful and ever 
increasing in its quality insures mutual satisfaction of a lasting 
nature to each and every one concern LESLIE E. MILLs, 

Service Department. 


Hospitality 


The dictionary gives the meaning of hospitality as “an act of 


receiving or entertaining guests.” If we take this meani as it 
stands and practice it, we will only be showing hospitality to 
those who come IN to see us, and not to those we go ouT to see. 
We must remember that kindness can be shown to everyone, 
no matter who. It doesn’t have to be shown by an éntertain- 
ment, just one pleasant word will do the work. ; 
There are a number of persons, it is true, who will not accept 
a little word of hospitality, and who will give no word of kind- 
ness in return. It is up to us to show these people how to take it. 
and how to pass it on. : 
We cannot expect hospitality if we ourselves fail to show it to 
others. MOLTs 


_ Stenographer, Car Barns. 
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EXAMPLES OF “DaIL¥Y THOUGHTS” SUBMITTED BY THE ELXIRA CoMPANY’S EMPLOYEES 
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safety engineer of the Philadelphia Electric Company, 
as the speaker. On March 9 the third meeting was 
held, W. H. Boyce, general manager of the Beaver 
Valley Traction Company, New Brighton, Pa., being 
the speaker. At each of these meetings Mr. Hill also 
gave a short talk on the reasons for the Hospitality 
movement, and in addition to the talks there were 
entertainment of various kinds and refreshments. 

For the fourth meeting no speaker was “imported,” 
but A. C. Jordan, general electrical superintendent of 
the company, and Mr. Hill gave short talks on the 
experiences and results of Hospitality Month. A 
safety moving picture was shown in connection with 
a trial of two moving picture machines. 

No special efforts were made to reach the public 
direct during the campaign, except that announcement 
of Hospitality Month and the employees’ meetings was 
made in the newspapers and car cards were inserted 
in the street cars. 

For each day during Hospitality Month there was 


printed and distributed a series of short articles called 


“One Thought a Day About Our Business.” The first 
of these “thoughts” was written by Mr. Hill and each 
succeeding one was written by a different employee on 
a subject of interest to all employees. These 
“thoughts” created much interest among the employees 
and they looked forward each day to receiving the 
“Daily Thought.” 

During Hospitality Month a card was given to each 
of the company’s customers by ithe meter readers, 
asking for suggestions or criticisms regarding the 
service. Many of these cards came back with sugges- 
tions or complaints and quite a few stated that the 
service was very satisfactory. 

The main result of Hospitality Month among the 
employees was a greatly increased effort on the part 
of all departments to give good service to the cus- 
tomers of the company. The company meetings also 
resulted in getting the employees of the various depart- 
ments better acquainted with each other. The Elmira 
Water, Light & Railroad Company is a combination 
utility, supplying electric, gas and street railway 
service. Before Hospitality Month the employees of 
one department had very little in common with those 


TRAVEL WITH THE CHILDREN 


WITH SPEEO 
WITH CHEAPNESS 
WITH CONVENIENCE 


IN SAFETY 
IN WARMTH 


THE MASTER CARPENTERS COURT IN COMFORT 


HAMPTON COURT 


BY TRAM rom 
HAMMERSMITH 
SHEPHERDS BUSH 
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of another, but a splendid spirit of co-operation has 
been developed. : 

While one month was set aside as Hospitality Month 
and an intensive effort made to interest employees in 
hospitality, the idea will be kept constantly before the 
employees. 


Likes Complaints—At Headquarters 

HE only advantage in a complaining public, so 

feels the Portland Railway, Light & Power Com- 
pany, Portland, Ore., lies in the public complaining 
directly to headquarters. The company is therefore ap- 
pealing not only to those who have complaints but also 
to those who have suggestions to offer or constructive 
criticism to give by inclosing stuffers in all letters. 

The inclosure creates good will by showing the public 

that the company sincerely wishes persons to call the 
office at any time. The company “is always striving to 
give adequate and dependable service,” the slip states. 
The telephone number of the superintendent of city line 
transportation is included on the advertisement, so that 
all complaints may be made directly to the office. 


Artistic Posters and a Fairy Tale Advertise 


London Underground 

LONDON public, jaded by much advertising, is 

being directed in an artistic manner to ride on the 
lines of the Underground Electric Railways and the 
London General Omnibus Company. The traffic adver- 
tising agent of these two companies, in addition to 
unusually well-designed posters, has issued a book 
daintily illustrated with pen and ink drawings. The 
story is of the fairies of the world underneath London, 
who have had to move on and on in front of the oncom- 
ing underground railways. Of course, the verses state 
that buses of the London General Omnibus Company are 
routed to the edge of the wood into which the fairies 
have retired at the present time. The posters used dur- 
ing the past few months are a departure from the cus- 
tomary type used for advertising services of railway 
and bus companies. The accompanying illustrations 


show how these London companies convince a prospec- 
tive passenger to take a ride. 


THEATRELAND 


TRAVEL BY (Usbittetenh[p) 
THERE ARE STATIONS WITHIN EASY 
DISTANCE OF ALL THE THEATRES ~- 
THERE ARE CATE TRAINS HOME IN 
ALL DIRECTIONS - 

THE SUREST & QUICKEST WAY 
FROM & TO HOME, 


EVERY WHERE 


. THROUGHOUT LONDON 


THE ART DISPLAYED IN THESE LONDON UNDERGROUND PosTERS IS ONE OF THE CHIEF SALES APPEALS 
al 
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C. E. R. A. Engineers Meet in Louisville and Cleveland 


Determination Expressed at Eastern Section Conference to Standardize Wheel Specifications—Safety Car 
Maintenance Figures and Report on Wheel Welding and Power Saving Devices 
Presented—Other Common Problems Discussed 


URING the last week of April 

two of the sectional divisions of 
the Engineering Council, Central Elec- 
tric Railway Association, had their 
meetings, the southern section conven- 
ing in Louisville, Ky., on April 26 and 
the eastern section on the following 
day in Cleveland. Each meeting was 
well attended by the track and equip- 
ment men of that section and several 
of the same questions were actively 
discussed by both divisions. Follow- 
ing the session in Louisville, those 
present were conducted by F. H. Miller, 
vice-president Louisville Railway, on an 
inspection tour of the company’s shops 
and power plant. Likewise the Cleve- 
land group spent part of their after- 
noon in the Harvard shops of the 
Cleveland Railway. 

One of the most pertinent topics that 
received full discussion at the Louis- 
ville meeting was the advisability of 
using flexible in preference to rigid 
conduit for car wiring. It was the 
consensus of opinion that circular loom 
when joined with non-metallic junction 
boxes is safer than metal conduit. 
Metal conduit does not confine the fire 
when a short-circuit occurs because it 
is completely burned through. Several 
delegates told of having one-man cars 
on which circular loom had been used 
entirely, and one member reported that 
he was using fiexible conduit on all 
light-weight cars. Because of the in- 
surance requirements, which place a 
higher rate on cars equipped with fiex- 
ible conduit, it was thought that the 
problem was worthy of further study 
in order to convince the insurance peo- 
ple that no extra hazards were in- 
curred. All agreed that it was a 
question of economy, for if conduit of 
the flexible type serves the purpose as 
well as that of the rigid type, there 
is no reason why the cheaper material 
should not be used. In order to collect 
actual operating data on the safety, 
cost and life of flexible conduit, the 
question was referred to a special com- 
mittee. 


EXPERIENCE EXCHANGED ON 
LIGHTNING PROTECTION 


Experiences were exchanged on the 
question of the efficiency of various 
types of lightning arresters. All agreed 
that the effectiveness of the electrolytic 
type of arrester is very high, although 
some believed that the protection given 
by this type does not justify its cost 
of inspection and maintenance. To see 
whether or not the electrolytic arrester 
is operative, it must be inspected after 
every storm, a task that entails con- 
siderable expense and inconvenience 
when the arresters are not located in 
an accessible location. There is also 
the disadvantage that protection is not 


complete during a storm, for the fuse 
may have been blown during the early 
part of the storm. This leaves the 
equipment unprotected without knowl- 
edge of that fact, as the blown fuse 
is not detected until inspection after 
the storm. It was related that on one 
property where the cars were protected 
by electrolytic arresters an armature 
had never been lost from-lightning. For 
this reason it was believed that the 
maintenance and inspection costs were 
warranted by the results. As to the 
location of arresters, several companies 
are now moving them from the roof to 
the underside of the car to make in- 
spection easier and to eliminate damage 
from limbs of trees. 

As to protection of the system in gen- 
eral from lightning, Adolph Schlesinger 
said that the Indianapolis, Terre Haute 
& Eastern Traction Company has had 
excellent results from the practice of 
placing protective devices in the power 
heuses, substations and on cars, only. 
The company has so many miles of 


interurban road that it was found im-. 


possible after each storm adequately 
to maintain the arresters located on 
the poles. Consequently they have been 
removed. He did not, however, recom- 
mend this practice for city service, 
where the inspection problem is much 
simpler. 


RELATION OF BALLAST TO SIGNALS 


Because of the trouble experienced 
with automatic block signals when 
cinder ballast has been used, L. A. 
Mitchell, Union Traction Company of 
Indiana, told the practice of this com- 
pany in this respect. He said that all 
cinders from the company’s power 
plant are used for track ballast and 
he believes it is an excellent material 
for tracks having wheel loads within 
the range of those for which electric 
railway equipment is designed. How- 
ever, it has been found that when the 
cinders come in contact with the base 
of the rail, the working of the signals 
is seriously affected. The theory, of 
course, is that no ballast of any kind 
should be in contact with the rail. Cur- 
rent leakage through cinder ballast in 
dry weather is not much different from 
that through gravel or stone ballast. 
The effect of such leakage is most 
noticeable during rainy weather when 
the conductivity of the cinders is in- 
creased due to the porous structure. 
This means that close care must be 
exercised in trimming ballast to avoid 
eontact with the rail. 

It was brought out also that there 
are other reasons why the ballast should 
be kept away from the rail. Cinder 
ballast has a tendency to corrode the 
rail, and the creeping in of the pow- 
dered cinders between the rail and 


the tie causes the tie fiber to be 
mechanically destroyed due to the abra- 
sive action. 

Although on one road it was stated 
that no less trouble with block signals 
was experienced when special care had 
been taken to trim the ballast, all 
agreed that the question called for 
co-operation between the track and 
signal maintainers because there is a 
limit to which the voltage can be 
raised. Mr. Mitchell added that keep- 
ing up insulated joints had aided ma- 
terially in eliminating signal troubles 
on the property with which he was 
connected. 

Nearly all the equipment men present 
were using or had given a trial to the 
Frary bearing metal. Nearly all had 
found that journal bearings of this 
metal gave an unusually large mileage, 
but their experience with it for axles 
and motor bearings had not been as 
successful. In several cases it was re- 
ported that the metal had broken and 
crumbled when used in that service. 
Consequently it was agreed that a tin 
base metal gave better service for 
motor and axle bearings while the 
Frary metal was good for journal 
bearings. 

In connection with the trouble from 
excessive side wear of brushes- and 
brush-holders, it was pointed out that 
the manufacturers are bringing out 
brush-holders with renewable carbon 
ways to make necessary the replace- 
ment of only the wearing surfaces. The 
equipment men claimed that the brush- 
holders were the least of their worries 
in this problem. 


REPORT OF EASTERN SECTION MEETING 


The principal constructive work of 
the eastern section consisted of the 
committee reports on welding flanges, 
power-saving devices, wheel standard- 
ization and standardization of trolley 
pole lengths. ._The report of the com- 
mittee on welding flanges on rolled 
steel wheels, of which R. Moses is chair- 
man, based its report on information 
secured from fifteen railways, one wheel 
manufacturer and one manufacturer of 
welding apparatus. Of the fifteen rail- 
ways, eight had been doing flange weld- 
ing for a period of from one to three 
years and seven had never attempted 
welding of wheel flanges. These seven 
properties stated that they do not con- 
sider it a safe and economical practice. 
They make this assertion, however, it 
was said, without having made any in- 
vestigations or tests. The eight prop- 
erties which have engaged in flange 
welding stated that they have not had 
a case of a welded flange breaking. 

The wheel manufacturer furnished 
the following information to the com- 
mittee: 
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In order to weld the metal to the flange 
of the wheel both the added-metal and the 
portion of the flange with which it comes 
in contact must be heated to a tempera- 
ture of fusion. As soon as the source of 
heat is removed, this highly heated metal 
is rapidly cooled by the conduction of the 
heat to the cooler portions of the wheel. 
This heat abstraction is so rapid that it 
practically amounts to a quench. We 
would therefore expect the metal in this 
wheel, particularly in the neighborhood of 
the flange, to be in a highly strained con- 
dition as a result of this treatment. More- 
over, the fused metal will have a poor struc- 
ture due to the fact that no work has 
been done on it since it was in the molten 
condition. 

In addition to this, the making of a weld 
mechanically perfect by the arc process is 
a difficult job and requires expert labor. In- 
experienced operators would probably leave 
portions where the weld is not even 
mechanically perfect. 

We believe that for city cars where the 
Service 1S not excessive and where the 
girder type of rail is used that the damage 
from broken flanges may not cause serious 
trouble. However, for interurban service 
where the cars run at high speed and where 
the T-rail is used, the danger from de- 
railment with a broken flange is greatly in- 
creased. There is no doubt in our minds 
that the welded flange would not be suit- 
able for interurban service. 


The manufacturer of welding appara- 
tus made this statement to the com- 
mittee: 


After making exhaustive tests we find 
the thermal disturbance immediately below 
the line of welding extends to approxi- 
mately g in. This zone has all the at- 
tributes of a heat-treated steel resulting in 
a much tougher metal than is found in the 
usual rolled steel wheel. Under these con- 
ditions. we cannot help but feel that it is 
perfectly safe to build up flanges on steel 
wheels and the fact that several railways 
have been doing this with entire success 
from a period of one to three years would 
tend to Dear us out in this assertion. 


The committee found that the weld- 


wheels is an economical practice when 
a flange can be welded to the proper 
contour at a cost not exceeding $4. 
Approximately 40,000 miles additional 
wear is obtained by saving a wheel 
from being turned. : 

The éommittee also emphasized the 
fact that wonderful strides in wheel 
welding practice have been made and 
that the council members assist in 
perfecting the practice. It was its 
belief also that when the art of flange 
welding is perfected, the electric rail- 
way industry will have secured some- 
thing that will mean a big saving in 
operating expenses. 


ACTIVE WORK ON WHEEL 
STANDARDIZATION 


A. B. Creelman, master mechanic 
Youngstown (Ohio) Municipal Railway, 
presented a progress report for the 
committee on wheel standardization. 
He had received nineteen answers to 
thirty-three questionnaires sent out to 
the member companies of the section. 
The answers showed that there were 
seven different specifications for 37-in. 
wheels, nine for 36-in., fourteen for 
34-in., fourteen for 33-in., one for 30-in., 
and one for 28-in. Mr. Creelman stated 
that altogether the electric railways of 
the country are using 1,100 types of 
wheels having different contours and 
hub projections. After sufficient data 
are accumlated and a thorough study 


— 


Company 
Philadelphia Rapid Transit............... 


Cincinnati Traction Company..... Bs Arc ae 
HMiinois Traction ;Systemr iss oo. oS oc ole 


Seattle Municipal Railway................ 
Union Traction Company of Indiana....... 
San Diego (Cal.) Electric Railway....... 


Washington-Virginia Railway 


South Covington & Cincinnati Street Ry... 


‘ Saving 

20 cents net per car-day after deducting 
operating and overhead charges in energy 
and using fuel cost only. 

5 cents per car-day in carhouse labor using 
fuel cost only. 

$7.90 per car per month in energy. 

Approximately 0.25 kw.-hr. per car-mile on 
safety cars over a year’s period. 

0.5 kw.-hr. per car-mile at d.c. board. 

0.5 kw.-hr. per car-mile at d.c. board. 

$110 per car per year resulting from a 15.41 
per cent reduction in energy. 

13.2 per cent in energy. 

14.7 per cent maximum demand. 

104 per cent on investment in three months. 

Total energy consumption held practically 
at a level for five years even though 
twenty-five double-truck replaced twenty- 
five single-truck cars and passengers per 
car-mile had increased 30 per cent. 


ing process employing a dynamo or 
motor-generator outfit with an auto- 
matic feed is by far superior to other 
types for flange welding. Its speed, 
uniformity of are and economy account 
for its superiority. 

The average cost of welding a flange 
on a 26-in. wheel with a dynamo or 
motor-generator outfit equipped with an 
automatic feed, as found by the com- 
mittee, is $2.95. The average cost by 
hand welding with the same type of 
outfit, as reported from six properties, 
is $4.27. 

The committee recommended ‘to the 
section the practice of welding flanges 
on rolled steel wheels as a safe and 
economical one for city cars when the 
work is performed in the _ proper 
manner. As to the safety of this prac- 
tice, the committee failed to find any 
instance where a flange had broken 
after it had been electrically welded. 
The committee contended that welding 


has been made, the section expressed 
its eagerness to bring about an early 
reduction in the number of sizes and 
types. For this purpose the manufac- 
turers also are ready to co-operate by 
giving the benefit of their research and 
experience. Should this standardiza- 
tion be brought about, Mr. Creelman 
stated, it would mean an approxi- 
mate reduction in the cost of wheels 
of $5 apiece. He added that the steam 
roads had gone through this same 
situation and successfully solved the 
problem by reducing 2,600 different 
types of wheels to the ‘ten standards 
now in use. The subject is to be 
continued and reported on at the 
November meeting of the section. 

G. H. Kelsay, superintendent of 
power and equipment, Cleveland, South- 
western & Columbus Railway, pre- 
sented the report of the committee on 
power-saving devices, which consisted 
of a symposium of the results obtained 


on a large number of electric railways 
in the United States. The records of 
some of. these installations show in- 
teresting economies. 

Supplementing this report, P. J. 
Wood, Buffalo & Lake Erie Traction 
Company, said that his company had 
effected a 10 per cent average saving 
in power, measured at the switchboard, 
by the use of kilowatt-hour meters and 
that the brake-shoe cost per 1,000 car- 
miles had been reduced from $1.63 to 
$1.17. Based on seven months of 
operation, the cost of the meters and 
their installation, together with all 
other expense connected with their use, 
will be paid for in a year by the de- 
ereased energy consumption. The in- 
stallation of car inspection dial meters 
has also made possible an improve- 
ment in inspection and maintenance 
work through placing these on a kilo- 
watt-hour instead of a mileage basis. 

H. W. Witherspoon said that on the 
Stark Electric Railway car maintenance 
had been reduced 18 to 20 per cent 
since the property began checking 
operation by the use of energy meters on 
the cars, and that in more than two 
years of their use, the energy consump- 
tion had been reduced from 6.6 to 4.69 
kw.-hr. per car-mile. He also stated 
that the introduction of car meters had 
been an important factor leading to 
radical changes in the company’s gen- 
erating, transmission and distribution 
system, the revamping of which had 
netted substantial savings. Mr. Wither- 
spoon also gave figures showing the 
reduction in car failure, brakeshoe 
wear, controller maintenance, etc. 


TROLLEY POLE LENGTHS 


Terence Scullin, master mechanic 
Cleveland Railway, presented the com- 
mittee report on the standardization of 
trolley pole length. The committee 
recommended a 18.5-ft. trolley pole as 
standard, claiming that according to its 
investigations this length ought to meet 
any requirement. A pole of this length 
mounted on a car about 12 ft. high 
rises to an angle of about 45 deg. when 
making contact with a trolley wire at 
a railroad crossing, the minimum height 
for which is 22 ft. For the standard 
height of trolley wire of 18 ft. the 
normal pole angle is 25 deg. The report 
was accepted by the section. 

As was agreed at the November 
meeting of the eastern section, cost 
figures on the maintenance of safety 
cars were kept by several of the rail- 
ways. The two sets of data presented 
were as follows: 


MAINTENANCE COST PER CAR-MILE— 
SAFETY CARS 


Youngstown N. O. 


Municipal Ry. T.&L. 

Account and Item Cents Cents 
30 and 33 Body and truck 

MEDS Lr Ae alerted x\einy 5 ie Ge tke 3 0.509 

70 Inspection and cleaning... 0.1 0.466 

80" Damages”. ita-t-sida os 0.0006 0.001 

0.4006 0.976 


The figures obtained on the Youngs- 
town Municipal Railway are based on 
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the operation of iwenty-four ears, 
twelve of which are cighteen months 


old and iwelve four months old. The 


Northern Ohio Traction & Light 
ompanhy were obtained from 55,300 


man explained that the accidents with 
Safety cars has decreased appreciably 

uring the second year of their opera- 
ton largely because all the men had 
then become accustomed fo their use. 
Tm answer to the contention that satety- 
ear collision accidents are siill very 


rrh, he t 


said 


d be varnished outside and 
i 325. Several others 


while one member 
d noted exressive 


dnight, master mechanic 
& Columbus 
niy member who 
e observations as 
= trolley ear for 
- After experimenting 


—— 


trom buildings along 
, thus eliminating the 
In Columbus, Ohio, 
building owners imsist 


C. E. R. A. Cruise Selling Fast 


Sec committee on arrangements for 
the summer meeting and cruise of 


the Central Electric Railway Asso- 
ciation reports that the sales of tickets 
thus far this year are 50 ber cent ahead 
of the sales st the same time last year. 
John Benham. Secretary of the commit- 


tee, sugresis that this should be borne 
im mind by those who desire choice 
accommodations, for assignmenis of 
space are made in the order im which 
applications are received. 

The eruise is to start from Chicago 
on Sunday, Jume 25, and end at that 
city on Friday, June 30. Stops en route 
will be made st Detroit, Toledo and 
Cleveland for the purpose of picking up 
additional passengers, though the great 
majority of delezaies will make the 


A= Street railway men know that 
irregularity in schedule eauses 
more dissatisfaction with service than 


and probably nearer 95 per cent of the 
irregularities in schedule are caused by 
traffie congestion in the downtown dis- 
tiets. Accidents, of course, are inva- 
Tiably 2 result of traffic i 
For the first three months of this year 
slightly more than 30 per cent of all 
Service Company were within a circle 
of 2 mile radius comprising the down- 
town loop. While it is hard to express 
the cost of traffie congestion in dollars 
and cents, it is apparently also hard to 
exeggerate the value of measures io 
reduce traffie congestion. 

No general remedy can be recom- 
mended or applied as a cure-all for 
traffic troubles. The stop watch and 
counter must be called into play and 
each separate item of time expenditure 
measured. The time of stopping, the 
time of unloading, the time of loading, 
the time for throwing Switehes, the 
time for waiting on other iraffie and 
the time of accelerating must all be 
measured. The point or points of 
greatest congestion are the places ip 
analyze. A chain is only as strong as 
its weakest link and trafic movement 
is only as fast as the slowest point. 

The time of acceleration and the time 
af braking are both fixed at a mini- 
mum by the friction between rail and 
wheels. On dry rail the rate averages 
about 2 mphops. This may be ex- 
ceeded, of course. and cannot always 
be obtained im traffic but it may be ac- 
cepted as an average. Hf cars are 
equipped to get the maximum braking 
possible and motored to get the maxi 
mum acceleration possible, we can say 
that each stop will average to take ap- 
proximately sixteen seconds for brak- 
ing and acceleration. 

Where passemgers leave the ear by 
Street # Interumban Rates y Section of dee 


Seuthwesterm Electrical & Gas z 
San Antonio, Tex, Mey 3-5, 1993. 
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inbound and pay-leave outbound system 
would be available. 

Odd-cent fares tend to increase the 
amount of time consumed in loading 
passengers on the pay-enter plan. 
This can be offset to some extent by 
the use of metal fares. In the obser- 
vations reported, the fare collected is 
8 cents, of which approximately 45 
per cent of the paid fares were metal 
tokens. 

The time for throwing switches will 
vary somewhat, due to the amount of 
traffic at an intersection. Stop-watch 
checks have shown that it will average 
about twenty-five seconds. Not only 
must each car that takes a branch-off 
throw the switch, but each car fol- 
lowing on the through route must also 
throw it. This time can be reduced by 
switching through a hole in the plat- 
form floor and can be almost entirely 
eliminated by the use of electrically 
operated switches except for some 
slowing down of the car, mistakes in 
throwing and occasional failure to 
throw. Electrical switches have been 
installed- in San Antonio in twenty out 
of twenty-three possible locations in 
the downtown section. They are espe- 
cially effective in helping the one-man 
cars, as the operator does not have to 
leave his position and possibly neglect 
his fare collections. With two-man 
cars the motorman can frequently 
throw the switch while the conductor 
is engaged with the loading of pas- 
sengers, so that no additional time or 
only part is consumed on these oc- 
casions. 


DELAYS FROM OTHER VEHICLES 


The time of waiting on other traffic 
includes the time of waiting on other 
street cars and other vehicles. There 
will always be some mutual interfer- 
ence, and the amount of this will be 
determined by the width of the street 
combined with the number of vehicles 
passing and modified by the amount 
and quality of traffic regulations. 

An average double-track line will re- 
quire 18 ft. of roadway for street cars, 
and the average passenger automobile 
is 6 ft. wide. Hence, with a parking 
allowance of 1 ft. from the curb, a 
street should be 32 ft. wide to permit 
parking or to allow a double line of 
traffic without parking. It should be 
46 ft. wide to allow parking and a 
double line of traffic, or no parking and 
a triple line of traffic, etc. 

There are three items of traffic reg- 
ulation that affect the movement of 
traffic in the congested centers, namely, 
parking regulations, movement of vehi- 
cles past standing street cars, and reg- 
ulation of left-hand turns. Parking 
by the side of loading places cuts down 
the use of the street for traffic so that 
for streets of less than 50-ft. width 
between curbs, the street is no better 
than an 18-ft. street. Parking be 
tween stops cuts down the available 
free running space for vehicles, but 
even where parking is permitted be- 
tween stops the delays occur chiefly at 
intersections. The delay between stops 
is occasioned by vehicles pulling into 


\ : - 
\ 


or pulling out of their parking berths. 
This frequently blocks traffic as far 
back as the intersection and for periods 
as long as a minute or even more. 
Parking time is usually limited to ten, 
twenty, or thirty minutes on such 
streets. Instead of helping traffic, this 
really retards traffic because it is due 
to the pulling in or out of the parking 
berths that the greatest delay occurs. 
From a traffic standpoint, if parking is 
to be permitted at all, it would be bet- 
ter not to fix a time limit. Parking 
between stops is also very expensive in 
accidents. By far the most frequent 
of all accidents with vehicles are 
caused by parked vehicles being pulled 
by their drivers out from the curb 
without looking behind them or with- 
out signaling to traffic to their rear 
at all, or at least in time to be of any 
value. 

A great many cities have regulations 
that vehicles must not pass street cars 


while stopped for passenger inter- - 


change. This is required for safety and 
is an essential precaution. However, 
it increases the delays in traffic move- 
ment, and these delays can be greatly 
cut down by the use of safety zones or 
loading platforms and permitting ve- 
hicles to pass where such precautions 
are taken. Safety zones should be at 
least 3 ft. wide and loading platforms 
should be a little wider. Safety zones 
are more satisfactory in comparatively 
narrow streets, say from 38 ft. to 50 
ft., because they are easily movable 
to accommodate special traffic condi- 
tions and add less to the congestion 
and liability to accidents with vehicles. 
Where streets are wider than, say, 50 
ft., the platform furnishes a safer place 
for passengers, and the platform does 
not offer so great an obstacle to traffic. 

Left-hand turns in congested cen- 
ters are always a cause of additional 
delay. Stop-watch checks will show 
that one vehicle turning to the left re- 
quired as much time as from four to 
five vehicles going straight through an 
intersection or turning to the right. 
Checks also show that where turning 
to the left is permitted, one out of six 
vehicles will make such a turn. These 
figures will show that eliminating left 
hand turns will add approximately 50 
per cent to the traffic capacity of the 
street. 

The value of any traffic regulations 
is completely dependent on the effi- 
ciency with which they are enforced. 
There are many devices for assisting 
the traffic police, and any of them that 
tend to make the traffic officers’ signals 
better understood, will be of value. 
The street railway will find that they 
will profit by the generous use of signs 
to inform the public where cars stop 
and what cars stop at each corner. 
Traffic inspectors to assist the police 
and the crews are almost indispensable 
at the most congested corners. 


LOCATION OF LOADING POINTS 


The location of loading points gives 
one of the greatest possible chances 
for increasing the traffic capacity of 
streets. Where there is a branch-off 


line from the principal street, cars may 
be loaded on the branch-off street. 
This will eliminate part of the ‘time 
used for braking and all of the time 
used for loading, unloading and accel- 
erating of those cars from the time 
consumed on the principal street. 

Where an excessive number of pas- 
sengers board the car at a ruling point 
of greatest congestion, an additional 
stopping place properly located to di- 
vide this number of passengers may 
increase the traffic capacity of the rul- 
ing point. 

Double berthing will theoretically 
double the capacity of a stopping place. 
There is, however, some mutual inter- 
ference so that it can never be act- 
ually doubled. Safety zones or plat- 
forms are almost essential to double 
berthing in order to keep car space 
cleared for the second car to reach its 
position, without having interference 
from other vehicles. 

As said in the beginning, each case 
of traffic congestion must be analyzed 
for its possibilities for improvement. 
As long as tracks in operation can be 
made to carry more cars safely, more 
satisfaction in routing will result. 
The more concentrated the central dis- 
trict, the more people can go directly 
to their destination. When all the 
methods enumerated have been used 
or rejected after an examination of 
their possibilities, it is time to consider 
rerouting of lines and additional track 
capacity. 


Vocational Training for 
Railway Employees* 


On This Texas Property a Special 
Effort Is Made to Treat Each 
Applicant as an Individual 


By C. J. CRAMPTON 
Superintendent of Safety and Efficiency, 
Dallas (Tex.) Railway 

N ADEQUATE system whereby 

railway trainmen may be taught 
their duties prior to actual employment 
involves knowledge of the work they 
will be called upon to do; knowledge 
of the proper instructional order in 
which these duties may be arranged 
progressively; ability to. present these 
duties in lesson form in an interesting, 
forceful manner, and familiarity with 
the prospective trainman that insures 
him to be the right person for the job. 

After qualification requirements have 
been satisfied, the job must be sold to 
the worker. Much labor turnover is 
due to misunderstanding or ignorance 
of the job before its duties are under- 
taken. 

The systematic method of training 
workers involves a complete analysis of 
the job to be taught. The several 
duties must be broken up and rear- 
ranged in such order that their ,pro- 
gression represents a connected series 
of steps in which elemental and funda- 
mental information is first presented 


*Abstract of paper presented before the 
Street & Interurban Railway Section of the 
Southwestern Blectrical & Gas Association, 
San Antonio, Tex., May 3-6, 1922. 
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as a basis for later practice. On the 
Dallas Railway property we first 
analyzed the duties that trainmen will 
be required to meet, and then arranged 
these in a graduated series. Then we 
selected a number of our most gapable 
trainmen to teach the job. These men, 
called instructors, were then put 
through a training course in which the 
teaching order of the various parts of 
the work was developed, along with the 
psychological and educational factors 
that could be used most effectively in 
presenting the lessons. They were then 
given an instruction pamphlet, in 
which the operation of a street car is 
analyzed. 

Instructors first become thoroughly 
acquainted with their students; learn 
enough about their past experience, 
family history, vocational and recrea- 
tional interests, ete., to form a basis 
for building their lessons. In many 
cases an instructor finds after a brief 
contact with the student that he should 
seek other employment. 

The student is first impressed with 
the necessity of a knowledge of the 
city. He then learns all streets over 
which the lines pass and, along with 
this, enough about the operation of a 
car to develop an interest in its me- 
chanical construction and use. 

The rules and practices peculiar to 
the company are mentioned whenever 
the occasion permits and these are al- 


Ways explained so that the student 
will know the reason for the practice. 
He is introduced to the supervisors, 
inspectors and company officials with 
whom he will work and no effort is 
spared to impress him with the friendly, 
helpful and co-operative spirit of the 
organization. Inspectors and super- 
visors become practically instructors so 
far as new men are concerned. 

Usually from fifteen io twenty days 
are required to master the ini 
program. After successfully complet- 
ing the training period the student is 
employed on probation for three months 
and reports every two weeks to the 
superintendent of employment and 
training for a discussion of his work. 

The ability of the instructor is 
graded by the success of his students, 
and a card catalog is kept in which the 
records of new men are checked under 
the instructor’s name. 

Every trainman is graded monthly 
and receives a report card indicating 
the basis of the merits, or demerits, he 
has received. There is keen rivalry 
among the men over their grades, and 
these grades are published every month 
ir Partners, our house organ. At the 
end of the year a Summary of grades 
is made and a special edition of Part 
ners carries the pictures of those doing 
work of the highest grade, etc. The 
grading system gives avery good basis 
for promotion. 


Ee ee 


Training Platform Men* 


The Author Outlines the Procedure in Preparing a New Man for the Responsible 
Duties Connected With the Operation of an Electric Car—He Cautions 
Against Confusing the Student With Too Much of Detail] 


By W. A. RoBErtson 


Superintendent of Railways, Eastern Texas 
Electric Company, Beaumont, Tex. 


ff (Pe selection and training of plat- 
form men is a science, the funda- 
mentals of which are possessed in some 
degree by all, and should be studied and 
developed by those to whose eare is 
trusted the training of platform men 
for street railway work if competent 
platform men are to be made. Tt is only 
in the past few years that serious 
consideration has been given to the 
selection and instruction of platform 
men; but since it has been realized that 
this feature is of vital importance to 
the success of public service work much 
thought has been given to it and much 
has been written concerning it. In this 
problem we have been brought face to 
face with the realization that the great- 
est factor in better public relations is 
vested in our platform men. 

In employment department work the 
size of the organization conirols to a 
great extent the methods to be fol- 
lowed. In all cases the person to whom 
employment is intrusted must be a 
good judge of men, and have a forceful 
personality along with a pleasing and 
kind manner. Those characteristics 
should also apply to the men who have 


Southwestern Electrical & Gas Association, 
San Antonio, Tex., May 3-6, 1922. 


charge of the instruction 
students. 

The law of first impressions applies 
very forcibly to the man entering into 
@ new job, hence particular care should 
be taken to see that his reception is 
such that the psychological effect will 
be desirable. The details may vary, but 
the important thing in Starting a new 
man is to make him feel that he is 
going to become a member of a happy 
and contented family and not a mere 
cog in a machine. 

The form of application blank to be 
used was thoroughly discussed in the 
report of the American Electric Rail- 
way Association committee at the last 
convention, hence need not be discussed 
here. If, after a preliminary verbal 
examination, the applicant appears de- 
sirable, he should be allowed io fill out 
a suitable application form with the 
necessary references, releases, ete., and 
his references and past record should 
be investigated and all data then Placed 
on file. When men are needed they 
should be selected from the applications 
on file, for in this manner a greater 
number can be had to select from, a 
more intelligent selection can be 
and this should result in a better class 
of platform employees. - 


of the 


The trainmen having been selected, 
the next step is physical examination. 
This should include a careful examina- 
tion of sight, hearing, nervous condition 
and all apparent existing ailments which 
might affect or render him unfit for 
work, or at some future time might 
develop detrimental defects. 

The details of platform instruction 
will, of necessity, vary according to 
conditions and size of property. The 
applicant, having passed imi 
and physical examinations, is ready for 
detailed instruction. It is hardly wise 
toe attempt to crowd too much on a 
stadent during his period of training, 
and it should not be attempted to force 
on him too much of the mechanical 
make-up of the street car. 

While the student is under the plat- 
form instructor, the chief instructor 
should make frequent trips with him 
te offer encouragement and sugges- 
tions, making the student feel at ease 
and that a personal interest is taken 
in his welfare. He should also at 
this time as far as possible explain to 
the student the rules and why the rules 
are in effect. The principal thought 
should be to have the student learn the 
proper handling of the car and pas- 
sengers from an accident standpoini, 
with courtesy and service being taught. 
by the example of the platform in- 
structor. When the roadwork has been 
mastered, the student should be given 
a final examination on rules and opera- 
tion by the chief instructor. Before 
the student goes to work the superin- 
tendent should give him a final talk on 
courtesy, service and public relations. 

When the student has become a pro- 
bationary trainman he should be intro- 
duced to the car starters and other 
supervisors under whom he is to work, 
if he has not already met them. The 
most favorable impression can be made 
on the new man if the chief instructor 
will take pains to spend some time 
with him on his first few trips alone. 
Then a six months probation period 


the work of the new employee should 
be carefully followed. It would be well 
for all reports of violation of rules 
during this period to be handled by the 
chief instructor, particularly the mimor 


ones, which show the unfinished 
trainman. 
Engineering and Business 


Education 


following statement was prepared by a 
committee in order to set forth certain 
Principles which the conference be 


“The frst conference was held in 1919. 
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lieved to be expressive of the proper 
aims and purposes of educational in- 
stitutions and industrial organizations 
represented at the conference: 


1. It is believed that the engineering pro- 
fession will be advanced in honor and dig- 
nity, and in its capacity to render a maxi- 
mum of service to humanity, if in the 
schools a substantial effort be made to im- 
part to students an adequate conception of 
the broad field of action which is theirs in 
the realms of production, distribution, and 
finance. 

2. It is submitted that the principal 
means for accomplishing this aim lies in a 
continuance of the sound and substantial 
work of the established schools, supple- 
mented and broadened where practicable 
by instruction in economics and business 
subjects and in the basic principles of pro- 
duction or industrial engineering; in which, 
however, no specific curriculum additions 
are suggested beyond those recommended 
by _ the first conference in 1919. 

3. It is recommended that established 
schools of commerce and business take 
under serious advisement the policy of sup- 
plementing standard curricula by the in- 
troduction of work in the elements of engi- 
neering, in order that more of the busi- 
ness men of the future may have a sym- 
pathetic understanding of construction 
problems that are fundamental to economic 
progress. s 

4. It is believed that much may be ac- 
complished through more active researches 
in industrial and commercial lines, to the 
end that systematic scientific methods may 
be applied in meeting the problems and 
needs of industry; this with special refer- 
ence to the elimination of unnecessary 
wastes, the conservation of material and 
human resources, and the lessening of pro- 
duction costs of standard commodities of 
commerce, 

5. The conference recommends that col- 
leges of engineering and of business adopt 
the following procedure in developing busi- 
ness training of engineers and engineering 
training of business men: (a) Secure the 
co-operation of industry in defining stand- 
ard terminology and specifications of the 
requirements of industry. (b) Analyze the 
specifications of the requirements of in- 
dustry to determine what are the funda- 
mentals that must be taught, and organize 
the instruction accordingly. (c) Study and 
experiment with ways and means of dis- 
covering native bent and of measuring pro- 
ficiency, that every student may be guided 
into a_ career of maximum achievement. 

6. We reaffirm the purpose of the com- 
mittee on commercial engineering of the 
United States Bureau of Education, and 
recommend that conferences under the di- 
rection of the committee be held at regular 
intervals. 


Southwestern Association 
Elects Officers 


HE Southwestern Electrical & Gas 

Association and the Southwestern 
Geographic Division of the National 
Electric Light Association held joint 
conventions in San Antonio, Tex., on 
May 3, 4, 5, and 6. Both conventions 
were attended by several hundred 
representatives of utilities represented 
in their membership. 

At the concluding business session of 
the Southwestern Electrical & Gas As- 
sociation on Saturday, R. J. Irvine of 
the Jacksonville (Tex.) Ice & Light 
Company, was elected president, suc- 
ceeding C. E. Calder of the Dallas 
Power & Light Company. Other officers 
elected are: Joe H. Gill, Dallas Power 
& Light Company, first vice-president 
and chairman of the power and light 
section; Alves Dixon, El Paso (Tex.) 
Railway, second vice-president and 
chairman of the railway section; P. E. 
Nichols, Galveston (Tex.) Gas & Elec- 
tric Company, third vice-president and 
chairman of the gas section. E. N. 
Willis, Dallas, was re-elected secretary 
and F. G. Ganno, Fort Worth, treas- 
urer. 


One of the most important steps 


taken during the convention of the 
Southwestern Division, N. E. L. A. was 
the creation of the Public Utility In- 
formation Bureau for Texas, which will 
be established in Dallas. George Mc- 
Quaid, veteran newspaper man of Texas 
and Oklahoma, will be in charge. Mem- 
bers of the committee which had charge 
of the details of the bureau are: C. W. 
Davis, Dallas, chairman; George Clif- 
ford, Fort Worth; Fred M. Hoag, Dal- 
las; Henry Morris, Dallas, and C. E. 
Calder, Dallas. 

At the first general session on the 
opening day, Mayor O. B. Black of San 
Antonio, welcomed: the delegates to the 
city. Bishop J. S. Johnston delivered 
the invocation and former mayor Clin- 
ton Brown delivered an address. Joint 
sessions of the two associations were 
held during the mornings, while the 
various sections met in sectional meet- 
ings during the afternoons. Each day’s 
program included addresses, papers and 
discussions on the live topics and prob- 
lems of interest at this time to the men 
engaged on the various utilities in 
this territory. Two of the papers 
read at the railway meetings were pub- 
lished in abstract in last week’s issue of 
the JouRNAL. Others are printed in 
this week’s issue; still others will be 
printed later. Chairmen of the various 
sectional meetings were: Technical sec- 
tion, J. B. Thomas; accounting section, 
J. E. Van Horn; commercial section, J. 
R. McCoy; street and interurban rail- 
way section, Alves Dixon. 


Provisional Program for A.S.T.M. 
Convention 


"es twenty-fifth annual meeting of 
the American Society for Testing 
Materials will be held from June 26 to 
June 30 at Atlantic City, with head- 
quarters at the Chalfonte-Haddon Hall. 
The provisional program is as follows: 


JUNE 26 
Morning—Registration. ; 
Afternoon and evening — Committee meet- 

ings. : 

JUNE 27 
9:30 a.m.—wNon-ferrous metals, 

aphy and _ corrosion. 
3:0 on. _Wronsht, east and malleable 
iron. 
$:30 p.m.— Presidential address and re- 
ports of administrative committees. 
9:30 p.m.—Informal dance and smoker. 


metallo- 


JUNE 28 
9:30 a.m.—Steel. / 
Afternoon—Committee meetings. 
8:00 p.m.—Symposium on impact testing 
of materials. 
JUNE 29 
9:30 a.m.—Fatigue of metals, methods of 
testing and nomenclature. S 
3:00 p.m.—Coal, coke, timber and shipping 
containers. 
8:00 p.m.—Concrete aggregates, road_ma- 
terials and waterproofing; followed by 
preservative coatings. 


JUNE 30 
9:30 am.—Lime, gypsum and ceramics; 
followed by petroleum products, insulat- 
ing materials, textiles and rubber. 
Afternoon—Recreation, including golf and 
tennis tournaments. 
8:30 p.m.—Cement and concrete. 

Among the many topics of interest 
to electric railway men, the following 
are typical: June 27—Reports of com- 
mittees on copper wire and wrought 
iron. June 28—report of committee on 


steel. June 29—some measurements of 
the shape of Brinell ball indentation; 
report of committee on coal; forms of 
specifications for purchasing coal; a 
rational basis for coal-purchase specifi- 
cations; use of excess sand in concrete 
mixtures; report of committee on con- 
crete and concrete aggregates; physical 
properties of subgrade materials; some 
physical properties of paints. June 30 
—reports of committees on electrical 
insulating materials, cement and rein- 
forced concrete. 


American 


Association News 


Reports and Compilations Issued 
by Bureau of Information 
and Service 


HE special reports and compila- 

tions prepared by the Bureau of 
Information and Service during April 
are listed below: 

Motor Bus Operating Costs: Com- 
piled from reports to the California 
Railroad Commission and from the 
technical press. 

Motor Bus License Fees: A tabula- 
tion of the registration, license and 
other fees levied by state and _ local 
governments on motor vehicles oper- 
ating as common carriers. May 1, 1922. 

Trend of Material Prices: Informa- 
tion furnished by manufacturers show- 
ing relative price trend since 1914 of 
material used by electric railways. 

Weekly Pass Results: A summary of 
the experience of electric railways with 
the weekly pass as shown by statistical 
records. 

Trend of Trainmen’s Wages, 1914- 
1921: Shows for a large group of city 
and interurban companies the number 
of trainmen employed, the average 
maximum hourly rate paid trainmen, 
and the number of years service re- 
quired to reach the maximum. 

Anti-Jitney Legislation: A second 
supplement, dated May 1, 1922, to a 
compilation of the same name originally 
issued May 1, 1921, giving a summary 
of the developments in the jitney situa- 
tion throughout the country. 

In addition to the above, supplements 
te the wage and other bulletins have 
been prepared, bringing them down to 
date. 


Personnel Committee to Draw Up 
Tentative Set of Elimination 
Questions 


HE problem faced by the T. & T. 

Association committee on personnel 
and training, which met in Chicago May 
4, was to decide upon some basis which 
might form a starting point for de- 
veloping a series of mental tests to 
be applied to applicants for the position 
of motormen. There was much dis- 
agreement as to what the initial 
elimination tests for motormen should 


ELECTRIC “RAILWAY JOURNAL 


Vol. 59, No. 19 


consist .of,for it was realized that 
varying -local conditions precluded the 
application of any standard elimination 
tests; but Dr.. John Leeming recom- 
mended some general tests which could 
be utilized by nearly all electric rail- 
ways. 

Dr. Leeming presented a rough draft 
of an elimination test involving all 
questions which would permit the ex- 
aminer to size up the general intelli- 
gence of the applicant and his judg- 
ment as to distance, time, etc. At 
the same time the questions would 
impart to the applicant some conception 
of the company’s ideals, problems and 
responsibilities. For the next meeting, 
Dr. Leeming and Dr. A. J. Rowland 
are to revise these questions with a 
view to producing a tentative set which 
may be then tried -out by the electric 
railways. After a basis has been 
found in this manner by experiment, 
this general intelligence test can be 
supplemented and improved to form a 
more comprehensive report. It was 


their idea: not to depend so much upon 
specific questions but to have general 
points on which the applicant might be 
questioned. There will, of course;-be 
included many typical questions, but 
it will be left largely to the- examiner's 
judgment to suit them to the type of 
applicant under examination. 

The committee also considered ie 
desirability of some mechanical device 
for determining an applicant’s motor 
reaction, e. g., to various signals. 

By the next meeting, which will 
probably be held in June, the committee 
expects to have formulated some defi- 
nite plan on which concrete action can 
be taken. The chairman will also bring 
in a suggested standard form of formal 
application for employment. The next 
meeting will probably be held in June. 

The Chicago meeting was attended 
by J. E. Wayne, vice-president York 
(Pa.) Railways, chairman; F. L. Butler, 
Atlanta, Ga.; Dr. John Leeming, 
Chicago, and Dr. Arthur J. Rowland, 
Milwaukee, Wis. 


- Where the Chicago Convention 
: Will Be Held 


HE accompanying maps and draw- 
ings show the location and some of 
the details of the Municipal Piet and 
the relative location of the Drake Hotel. 
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TRAFFIC AND TRANSPORTATION 


Favorable Attitude Develops 
in Akron 


Public Approves of Franchise Provid- 
ing Five-Cent Fare Until 1924— 
New Viaduct Line to Be Built 


Public attitude in Akron, Ohio, 
toward the Northern Ohio Traction & 
Light Company has taken an _ un- 
usually favorable turn in connection 
with a proposed referendum on a new 
franchise recently granted by the City 
Council. Citizen mass meetings are 
being held protesting against the Coun- 
ceil calling a referendum election, as 
provided for by the charter, to vote on 
the franchise. 

The new franchise, as noted previously 
-in the Exectric RaILway JOURNAL, 
grants the company the right to charge 
a 5-cent fare until February, 1924, the 
time when the present 4-cent contract 
expires, and to construct a new line 
across the new North Hill viaduct and 
over Rider Avenue, to intersect its 
Cleveland line at Cuyahoga Falls Ave- 
nue. This provision removes the Cleve- 
land, Kent-Ravenna, Cuyahoga Falls 
and some North Hill cars from the 
steep Howard Street hill. It also cuts 
the running time over these lines from 
five to seven minutes. 


REFERENDUM MOVEMENT STARTED 


Immediately. following the final pas- 
sage of the franchise-ordinance by the 
Council, politicians opposing the com- 
pany started a referendum movement. 
A few of their followers, officers in four 
civic improvement organizations, met 
and adopted resolutions demanding that 
the Council order a referendum on the 
franchise. The Council had announced 
that a referendum would be called 
should the people desire. The action 
of the four officials of the four civic 
clubs had no sooner been announced 
than the ery went up from various sec- 
tions of the city that the 5-cent fare 
was satisfactory and that the line 
across the viaduct was wanted. 

North Hill citizens took the lead at 
a great mass meeting at which reso- 
lutions denouncing the proposed refer- 
endum and supporting the company 
were adopted. The action was prac- 
tically unanimous, only two votes out 
of 750 being against it. Forest Hill 
and other sections followed suit, the 
feeling developed in each case being 
in support of the company. Citizens 
having no connection with the company 
went from one section to another de- 
manding that attempts to strangle rail- 
way development be stopped. The peo- 
ple arose in unit, denouncing politicians 
back of the movement and declaring 
their faith in-the company. Volun- 
teer speakers pointed out that the fare 


was satisfactory and that the cars and 
service were equalled in few cities of 
like «size. 

The only part the company played 
was to announce it was ready to begin 
construction work as soon as it could, 
legally; that is, as soon as the time 
limit for calling a referendum had ex- 
pired. It pointed out that a referen- 
dum would cause delay. 

The feeling evidenced shows rather 
conclusively that the citizens of Akron 
—car riders and property owners— 
want the transportation problem set- 
tled and determined to settle it even 
though it takes mass meetings to do it. 


Bus LINES AS FEEDERS TO Br STARTED 


One of the first steps in the develop- 
ment will be the new line over the via- 
duct to the North Hill-Cuyahoga Falls 
district, over which the Cleveland in- 
terurban cars will also be routed at 
great saving in power and time. The 
next step will be the establishment of 
five new bus lines as feeders to the 
present system. This will be done 
within the next sixty days. 

Cars are now operated to the north 
over Howard Street, a narrow road- 
way, having a hill with a grade of 138.5 
per cent. The viaduct has only a 1.5 
per cent grade. Extreme care has been 
necessary in the operation of cars over 
the Howard Street hill in order to pre- 
vent accident. The _ precautions 
adopted to insure safety there have in- 
cluded the use of block signals and 
adherence to the rule permitting only 
one car at a time on the hill. In con- 
sequence much time has been lost in 
operating cars on the line and the cost 
of operation has been increased inor- 
dinately. 


Key Route Bay Terminal 
Approved 


The plan for improving ferry service 
across San Francisco Bay by establish- 
ing a terminal on Goat Island, which 
was recently proposed by the San Fran- 
cisco-Oakland Terminal Railway, and 
which was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of April 1, 
has been approved by Oakland mer- 
chants and by the Oakland Chamber 
of Commerce. A resolution passed by 
the Chamber of Commerce and which 
is addressed to Federal authorities 
points out that “such a terminal will 
be of great commercial value to the 
communities on the east shore of San 
Francisco Bay and San _ Francisco 
proper and will bring these commu- 
nities into closer relationship, resulting 
in mutual benefit.” The resolution 
urges that the application for permis- 
sion to construct such a terminal be 
given early hearings and prompt de- 
cision. 


“Fourteen” Taxpayers Win 


Supreme Court Renders’ Decision 
Against City Levying Taxes to Pay 
Operation of Railway System 


The “fourteen taxpayers” won their 
suit, to defend the general fund of the 
city of Seattle from invasion by the 
Seattle Municipal Railway, when the 
State Supreme Court on April 29, 
handed down a decision which deter- 
mines that the city cannot levy any 
taxes to pay for maintenance and op- 
eration of the street railway system, 
nor can it divert any money from the 
general tax fund to aid the railway by 
loans without a vote of the people. 
The decision reverses that of Judge 
J. T. Ronald in the Superior Court of 
King County, who held that the city 
not only has the power to levy taxes 
for the maintenance and operation of 
the railway, but that it is the duty of 
the city to do so should occasion arise. 


DIVERSION OF FUNDS ATTACKED 


Because the street railway system 
has been a losing venture and one 
which would make the return of bor- 
rowed funds uncertain, the State Su- 
preme Court held that the city should 
be enjoined from borrowing from the 
general fund to bolster temporarily 
the operation and maintenance funds 
of the street railway. In other cases 
involving borrowing from one fund to 
another, the court has held that such 
a course could be followed where the 
income of the fund aided was assured, 
making return of borrowed money cer- 
tain. In this case, however, the court 
ruled, the record of losses of the sys- 
tem under city operation is such as to 
lead the court to conclude that “the 
results ultimately will be that the 
moneys borrowed will be permanently 
diverted.” 

The fourteen taxpayers. brought 
their suit in defense of the general tax 
fund early in 1921, when a loan was 
made to the railway from general fund 
moneys to aid in the payment of inter- 
est to the holders of the $15,000,000 
of bonds given to Stone & Webster for 
the strect car system. The suit was 
brought to enjoin the city from any 
further invasion of the general fund 
in behalf of the railway. In its de- 
fense, the city has contended that it 
has the power to levy taxes for the 
railway, but is not obligated to do so. 
Another suit was then brought by the 
Puget Sound Power & Light Company 
to prevent the Superior Court from ad- 
judicating the question and in that 
ease, Judge Neterer held that the Su- 
perior Court had jurisdiction. He was 
upheld by the Circuit Court of Appeals 
and later by the United States Su- 
preme Court. 
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Louisville Is Proud of These Men 


Many electric railways have or- 
ganized basketball teams among their 
employees. All of the companies are 
proud of the men who compose their 
“fives.” There is no electric railway 
organization, however, that is prouder 
of its team than is the Louisville Rail- 
way. There is every reason why it 
should be. The men composing the 
Louisville “five” played some remark- 
able ball during the past seasons. They 
won second place in the Commercial 
League of Louisville, with ten games 
won and four games lost. The men 
showed real action all ough ithe 
season, and every time they played a 
goodly number of their fellow em- 
ployees cheered them on. Of course a 
league of basketball teams among elec- 


LOUISVILLE RAILWaY’s 


tric railways is out of the question, but 
if such were possible the Louisville 
team would undoubtedly be found well 
up toward the top at the end of the 
season if not actually at the top. That 
the men composing the Louisville team 
are a formidable looking lot is attested 


by the accompanying engraving. Hf 
other teams organized among em- 
Ployees of electrié railways that are 


within easy riding distance of Louisville 
think they would. like to try conclusions 
with the men from that city, then the 
Louisvi lle men would probably be more 
nan willing to book games for next 
ason. The names of the men com- 
posi the team as shown im the 
accompanying photo are: Seated in 
front, C. L. Carlton; first row (seated 
left to right), Arthur Meyer, William 
Bunnell, Forest Raley and Maurice 
Cook; second row (standing left to 


th 


right), Artis Yager, L. H. Broadus, 
George Ecken, Joseph Cain and William 
Schanzenbacker. 


Commission Recommends 
Relief for Railway 


The Michigan Public Utility Com- 
mission has recommended that Sault 
Ste. Marie, Mich. furnish some relief 
to the Sault Ste. Marie Railway, which 
recently asked permission to discontinue 
service, setting forth that it was losing 
money monthly. The commission will 
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probably grant the request unless some 
relief is obtained. The city has already 
discussed the question but has been un- 
able to agree upon a plan for relief. It 
is believed, however, that the city will 
come to some agreement with the com- 
pany rather than lose its railway line. 


Cleveland Wages Go to 
Arbitration 


Whether Cleveland street car oper- 
atives are to have their pay reduced 
5 cents an hour, as proposed by the 
Cleveland Railway, is to be decided by 
a board of arbitration. The men’s 
union, Local No. 268, by a vote of 
two to one, rejected the proposition of 
John J. Stanley, president of the com- 
pany, that the agreement that was in 


Famous “Five” 


force between the company and the 
union up to May 1 be continued un- 
changed except for the 5-cent reduction 
in pay. The men rejected this propesi- 
tion even though they understood the 
refusal meant that a board of arbitra- 
tion would be formed ito settle the 
question and draft a new agreement. 

The old agreement between the com- 
pany and men was a closed shop con- 
tract. Company officials will imsist 
upon the board of arbitration deciding 
whether any new agreement with the 
union is to be of a closed shop nature. 
Union officials now are objecting to the 
arbitration board considering the closed 
shop question, but company officials are 
insistent that Mmasmuch the old 
agreement terminated on May 1 the 
arbitrators shall also decide whether 
the new agreement is to include a pro- 
vision calling for the employment of 
only union men by the company, as 
has been the case heretofore. 

The union is to name its arbitrator 
within the next few days and the com- 
pany is expected to follow suit shortly 
thereafter. In case these two arbi- 
trators cannot decide upon a third man 
within ten days, the choice is to be 
made by Federal Judge D. C. Westen- 
haver. 

Any decision on wages made by the 
board of arbitration is to be retroactive 
to May 1. 
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Wage Conferences End 
in Agreement 

As was reported in the ELzcraic 
RalLway JOURNAL, issue of May 6, an 
agreement was reached in Salt Lake 
City by which the employees of the 
Utah Light & Traction Company ac- 
cepted a cut in wages from 50 cents to 
47 cents for first-year men and a cut 
from 57 cents to 54 cents for those 
longer in service. The scale accepted 
is about half of the cut at first pro- 
posed by the officials of the company, 
who opened wage conferences about a 
menth age. The old and ithe new 
schedules in cents per hour together 
with the intended rate after Nov. 1 are: 


TRAINMEN 
Pre- 
Old ext Aiter 
s Seale Nov! 
First year’s serviee......__.___: 38 47 45 
ee ie 6 50 34 52 
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Old ext 
Psinters— Seale Seale 
Bit arede.:.2.. &. Ld. RE 39 37 
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Second genie. 2. o  eee 45 45 
bere. TLE. Stel cece 41 48 
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Wiest prade.* =. 32325 See 52 38 
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af Seht Wt Seiad oo Ee 41 40 
Ger clea ARS Ss ot 4) 40 


Appreciation was expressed by Gen- 
eral Manager Dicke of the manner in 
which the press of Sali Lake City 
handled these wage conferences. 


Will Settle Wage Differences 


Arbitrators have been chosen by the 
Cincinnati (Ohio) Traction Company 
and the Union of Stationary Firemen 
and Oilers to settle a wage dispute. 
The union’s agreement with the com- 
pany expired on May 1 and negotia- 
tions had not resulted in an adjustment. 
The men now receive 60 cents an hour. 
The company requested them to accept 
50 cents an hour. This is a reduction 
of 17 per cent from the present wage, 
but only 4 per cent reduction from the 
1919 wage of 523 cents an hour. The 
company contends there has been 
much more than a 4 per cent reduction 
in the cost of living since 1919. 7 


May 13, 1922 


$218,000,000 Construction 
Program 


Tentative Plans Announced for New 
Rapid Transit Construction in 
New York 


Plans for seven subway construction 
projects, to cost $218,000,000, were an- 
nounced by the New York Transit 
Commission on May 11. A total of 
32.55 miles of new route, with 84.20 
miles of track, is provided by this 
program, which calls for completion of 
the entire system within five years 
from the time construction begins. 

The new lines are designed to relieve 
congestion on existing routes, link up 
new sections of the city with the main 
subway system and generally put 
transit facilities a few years ahead of 
traffic requirements. , 


Staten Island will be brought into 


exten- 
sio $2,800,000 33 years 
fs Forty-nccond Street mov- 
ing platform.......... 6,000,000 3 years 
. Staten Island tunnel.... 17-21,000,000 5-years 
. Seventh Avenue-Central 
Park West subway ex- 
tension from Fifi y- 
seventh Street . 
5. Long Island City-Brook- 
lync rosstown......... 
6. Fulton Street elevated ex- 
tension (subway) to 
lower Manhattan..... . 
7. Eighth Avenue-Amster- 
dam Avenue west side 
subway, Chambers to 
18ist Street........... 69,500,000 3-4 years 
To the actual construction charges the Transit 
Commission adds the money for engineering expenses, 
preparation of plans and interest of funds spent until 
the lines are in operation, totaling $44,000,000. 
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26,500,000 33 years 
24,000,000 3 years 


28,000,000 5 years 


direct rail communication with the 
heart of Manhattan by a tube under 
the Narrows, connecting with the 
Fourth Avenue subway in Brooklyn. 

Long Island City will be linked to 
Brooklyn, and a direct route from 
Queens to the Coney beaches will be 
obtained by a new line from the Queens- 
boro Bridge plaza, connecting at Fulton 
Street in Brooklyn with the Brighton 
Beach lines. 

Relief for Washington Heights and 
west side Manhattan will be obtained 
by building the most elaborate subway 
yet dreamed of along Eighth, Amster- 
dam and Fort Washington Avenues, 
from Chambers to 181st Street. It will. 
have eight tracks in the section from 
Fourteenth to Forty-second Street, 
affording opportunity for a loop system 
to take in the new Queens extension 
along Forty-second Street, the Four- 
teenth Street-Eastern District line and 
the Long Island City-Brooklyn subway. 

The Lenox Avenue traffic jam will 
be relieved by extending the present 
Brooklyn Rapid Transit Broadway- 
Seventh Avenue line from Fifty-seventh 
Street north under Central Park West 
and Seventh and Eighth Avenues as 
far as 155th Street. This line would 
get Polo Grounds crowds, and the 
Transit Commission also explains that 
its construction would “hasten the time 
for removal of the Sixth Avenue ele- 
vated line.” 

Shuttle service under Forty-second 
Street from Grand Central to Times 
Square will give way to a moving 
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platform equipped with seats, which 
will be designed to operate from river 
to river so as to make connection with 
the seven existing subway and elevated 
lines and the new Eighth Avenue line. 
The north and south trunk lines cross- 
ing Forty-second Street will have a 
total of twenty-seven tracks when this 
new line is built. 

Continuation of the present elevated 
line from Corona into Flushing as a 
subway is fixed by the Transit Com- 
mission as the first project to be 
started, but it suggests that its entire 
construction program be started with- 


( FLUSHING ( 
S 


eee ore 
sand 
HUDSON RIVER 


+ 


803 


‘With the. time limitations in view 
that would be imposed by the time re- 
quired to build new lines, the com- 
mission took up the matter of necessary 
new construction shortly after its ap- 
pointment. It has since had under 
consideration a variety of routes and 
plans, studied out and prepared, in the 
first instance, by its consulting engi- 
neer, Daniel L. Turner, and from among 
these, has agreed upon the seven major 
projects previously outlined as the first 
to be presented. It will proceed with 
the formal adoption of the particular 
routes included, and take whatever 
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out delay, inasmuch as no new lines 
have been planned since 1913. 

A statement of the cost of the new 
lines and the probable length of time 
required to complete them is shown in 
the accompanying table. 

The accompanying map shows the 
territory in which the new lines will 
be built. All of them, as previously 
explained, will connect with routes now 
in operation, but the existing routes 
are not shown on the map because the 
map with all the lines, new and old, 
could not be reduced to printable size. 

The several new routes projected will 
add the following track and route mile- 
age to the present mileage of the dual 
system: 


Length Length 
of of 
Route Tracks 
in in 
No. Classification Miles Miles 
1. Flushing extension.......... 1.90 bp? 
2. Forty-second Street moving 
platform line. . 2.00 4.00 
3. Staten Island tunnel, either 
alternative. . 3.20 6.40 
4. Central Park West-Seventh 
Avenue extension. ......... 5.40 12.50 
5. Brooklyn Crosstown line... . . 6.25 12.50 
6. Fulton Street elevated exten- 
PLONE sew e Atlee clans 2.80 5.60 
7. Eighth ages Amatersere 
Avenue line. . * 11.00 38.00 
Potala. sueeiee oe << ciao: 32.55 84.20 


other steps are necessary to set the 
actual work in motion, after opportunity 
has been given for full public dis- 
cussion. 


Wage Agreement Signed 


A wage agreement was recently 
entered into between the management 
and employees of the Beaver Valley 
Traction Company and the Pittsburgh 
& Beaver Street Railway Company, 
New Brighton, Pa., which became effec- 
tive on May 1, 1922, and which will ter- 
minate on April 30, 1923. The rate of 
wages for trainmen in cents per hour 
is as follows: 
First three months 
Next nine months .... 


After one year 
One-man car operators...5 cents additional 


Under Section 1 of the General Order 
it is agreed that the hours of service 
will be made as nearly equal as pos- 
sible on the basis of a maximum. of 
eleven hours and a minimum of eight 
hours with a 10 per cent leeway. It is 
understood that the 10 per cent leeway 
means the total number of hours under 
eight hours and over eleven hours. 
Both the management and employees 
agree to avoid all controversies during 
the life of this contract. 
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Interesting Electrification 
Lectures Being Arranged 


L. K. Sillcox, general superintendent 
of motive power of the Chicago, Mil- 
waukee & St. Paul Railway, has 
arranged with several of the more im- 
portant educational institutions of the 
country for a series of lectures on this 
property’s electrification to be given 
by technically trained members of his 
staff. While the lectures primarily are 
given for the information of students 
of engineering and the faculty of the 
various colleges it is desired in addi- 
tion that they be attended as far as 
possible by other persons who are in- 
terested in this subject. These lectures 
are illustrated by lantern slides and 
more than 2,000 ft. of moving picture 
film. No charge is made for the lec- 
tures, but it will be necessary for the 
organization to furnish a moving pic- 
ture machine with operator, also lan- 
tern slide projecting machine with the 
necessary screen. 

A tentative schedule of lectures 
the mountain division electrification 
members of the mechanical staff 
the railway includes one on May 
at Minneapolis under the auspices of 
the Minneapolis Traffic Club, May 17 
at Columbus, under the auspices of the 
Ohio State University, and on May 23 
at Lafayette, Ind., under the auspices 
of Purdue University. 

The railway company has issued an 
interesting and instructive sixty-two- 
page booklet showing some attractive 
views of the country traversed by the 
electric cars, some data on transmission 
lines, substations, etc. A diagram 
showing the profile of the Great Con- 
tinental Divide and Cascade Range with 
its electrified districts is included in this 
pamphlet. 
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Plans for Extension Announced 


The first definite step has been taken 
toward the construction of an extension 
of the Cincinnati, Lawrenceburg & 
Aurora Electric Street Railroad from 
Anderson Ferry, its Cincinnati ter- 
minal, to the Dixie Terminal in the 
heart of the business district. The 
West End Terminal & Railway Com- 
pany, which will build the extension, 
has been incorporated with a capital of 
$10,000 under the laws of the State of 
Ohio. The incorporators are: H. Lee 
Early, grain merchant; Morgan Wams- 
ley, banker; Louis B. Patterson, manu- 
facturer. Dr. John H. Walton and Mil- 
ton Sayler, attorney, who are residents 
of lower Ohio River towns, through 
which the interurban company operates. 

A campaign will be launched to dis- 
pose of the preferred stock in the West 
End Terminal & Railway Company to 
patrons of the Cincinnati, Lawrence- 
burg & Aurora Electric Street Rail- 
road. Actual work of building the ex- 
tension, which will be about 6 miles and 
which will cost approximately $750,- 
000, will be started within thirty days. 
After the company is organized, the 
officials will apply for a franchise to 
operate from the City of Cincinnati. 


When completed the extension will be 
operated by the Cincinnati, Lawrence- 
burg & Aurora Electric Street Rail- 
road. L. G. Van Ness, general man- 
ager of the interurban, will supervise 
the construction of the extension. 


Suspension of Service Threatened 
in Muscatine 


Trouble has again broken out be- 
tween the City Council of Muscatine, 
Ia., and the Clinton, Davenport & 
Muscatine Railway, a subsidiary of the 
United Light & Railways Company. 
The company on May 9 notified the 
city authorities that railway service 
would end and the dismantling of the 
traction system would begin on May 20 
if the city persisted in forcing through 
a paving program. 

This paving program would entail an 
expense of $50,000 on the company 
according to a letter of B. J. Denman, 
president of the railway. This expense, 
he declared, the company could not 
afford to bear. He offered to make 
repairs which he declared would put 
the lines in good shape for several years 
to come. But paving between the street 
car tracks and laying of new trackage 
the company could not and would not 
do, Mr. Denman stated. 

The city refused to accede to the com- 
pany’s substitute paving and repairs 
program notwithstanding intimation 
from President Denman on April 26 
that forcing through the paving pro- 
gram would mean withdrawal of service. 

The letter from Mr. Denman, dated 
May 9, goes on to say that the road has 
for years barely been paying operating 
expenses and that it has never earned 
any revenue. The company further 
offers to remove its equipment prior to 
May 20 in case the city authorities 
wish this to be done. 

The present controversy grew out of 
a new city paving program and partic- 
ularly over the city’s insistence that 
the company pave between its tracks. 
This situation is reviewed in a letter 
of last month from President Denman 
to the Muscatine Council. 


Resolution Prohibiting Issuance 
of Tax-Exempt Securities 
Reported 


The resolution introduced into the 
House by Representative Green of Iowa 
proposing a constitutional amendment 
prohibiting the issuance of tax-exempt 
securities by federal, state or local gov- 
ernments has been formally reported 
by the ways and means committee. 
Estimates obtained by the committee, 
the report said, showed that tax-free 
securities now amount to between $10,- 
000,000,000 and $18,000,000,000 and 
that the right to issue was “a constant 
temptation to issue in larger amounts 
than is necessary.” 

The report said that the present 
system enables much property to escape 
taxation, unfairly discriminates between 
taxpayers, impedes private financing, 
discourages investment in new enter- 
prises and creates social unrest. 


Saginaw Settlement Plan 
Reported Presented 

According to press advices from 
Saginaw, Mich., George W. Weadock, 
representing Otto Schupp, trustee for 
the Saginaw-Bay City Railway, pre- 
sented to the Saginaw City Council on 
the evening of May 9 a proposition 
for settling the franchise questions 
arising out of the suspension of electric 
railway service some time ago. The 
proposal from the trustee came as a 
result of urging by a committee of 
citizens and other local bodies. It is 
understood to have included a plan for 
the complete elimination of jitneys, 
restoration of railway service and the 
operation of buses to the outlying fac- 
tory districts by the railway. Mr. 
Weadock said that he would present 
an authoritative statement covering the 
proposal to the Council on May 12. On 
this account consideration of the whole 
matter was put over by the Council to 
that date. 


New Franchise Prepared. — Provi- 
sions for regulation of fares at the end 
of ten years and every five years there- 


after are included in the substitute 
franchise for the Cleveland, Painesville 
& Eastern Railroad, now being con- 
sidered by the City Council of Euclid, 
Ohio. The franchise, if accepted, will 
run for twenty-five years. The former 
ordinance, changed at the request of 
the Council, was for ten years. The 
new franchise now being considered 
places the fare at 5 cents in Euclid, and 
commutation tickets at 2 cents. 

Lease Before Commission. The 
Frankford Elevated lease now waits 
on the approval of the Public Service 
Commission, the document having been 
indorsed by the City Council and having 
been signed by T. E. Mitten, president 
of the Philadelphia Rapid Transit Com- 
pany and Mayor Moore. If the com- 
mission finds no flaw in the provisions 
the lease will become an actuality by 
May 13. The lease is for a term of five 
years with a graduated return to the 
city of from 1 per cent in the first year 
of operation to 5 per cent in the fifth. 

Dissension Over Two Fares.—A con- 
troversy has arisen over the matter of 
fares on the electric railways in Long 
Island City that appears likely to 
reach the courts. Following the sepa- 
ration of the operation of the lines of 
the Steinway Railway, now in receivers’ . 
hands, from those of the New York & 
Queens County Railway it was an- 
nounced that a separate fare would be 
charged by the Steinway Railway with 
the result that passengers over that 
line traveling to New York would pay 
a 10-cent fare. The commission sought 
to prevent the rearrangement in fares 
pending an inquiry into the matter. 
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Chicago “L’s” Would 
Consolidate 


Another Railway Readjustment That 
Makes for Corporate Simplicity in 
Financial Structure 


The Northwestern Elevated Railroad, 
the Metropolitan West Side Elevated 
Railway and the South Side Elevated 
Railroad, Chicago, have filed a petition 
with the Illinois Commerce Commis- 
sion for the right to consolidate the 
several companies into one corporation. 
These companies and the Oak Park Ele- 
vated Railroad have been operated as a 
joint property for some years, but have 
retained their corporate identity. This 
has involved many complications of ac- 
counting and financing. 

The valuation of the several com- 
panies was fixed at $86,250,000 as of 
June 30; 1919, by the Illinois Public 
Utilities Commission, this total being 
made up as follows: 


Northwestern Company ........ $24,941,887 
Metropolitan Company ........ 29,215,704 
South Side Company........... 23,013,294 
Oak Park. Compan y-cieiie se sie aaiaee 9,079,115 


Between June 30, 1919, and Feb. 28, 
1922, additions were made to the prop- 
erties to the extent of $432,900, making 
the total value as of the latter date 
$86,682,900. The valuation made by the 
commission excluded property costing 
$711,204 owned by the company but not 
used in railroad business. 

The Oak Park Elevated Railroad has 
been in a receivership since Nov. 13, 
1911, and a decree has been entered 
ordering the sale of the property sub- 
ject to the lien indebtedness of the com- 
pany aggregating $5,157,862. Of this 
indebtedness $5,000,000 is represented 
by the company’s first mortgage 5 per 
cent bonds due July 1, 1928. The 
Northwestern Company is liable as 
guarantor for the payment of the prin- 
cipal and interest on these bonds and 
the mortgage is a lien upon the north 
side of the union loop. The receiver of 
the Oak Park Company is indebted 
as of Feb. 28, 1922, on outstanding 
receiver’s certificates, for power and 
for accrued interest in the sum of 
$2,984,581. 

The petition states that the petition- 
ers are assured that the holders of these 
receiver’s certificates and other re- 
ceiver’s indebtedness are willing to sur- 
render and cancel them in exchange for 
$2,600,000 in par amount of the capital 
stock of a corporation formed by the 
consolidation of the several companies. 
The petitioners believe that such a con- 
solidated corporation should acquire the 
property of the Oak Park Company at 
a judicial sale subject to the lien in- 
debtedness above mentioned, by issuing 
$2,600,000 of its capital stock to retire 
the indebtedness of the receivers, and 
by paying or assuming other liabilities 
of about $400,000 of the receiver. 


On Apel 25 the board of directors of 
each of the companies adopted a reso- 
lution expressing a desire that the com- 
panies be consolidated into a single cor- 
poration, calling a special meeting of 
the stockholders for the purpose of sub- 
mitting to their vote this question of 
consolidation, expressing a desire that 
the consolidated corporation acquire the 
property of the Oak Park Company on 
the terms set forth above, and directing 
that application be made to the commis- 
sion for an order approving such con- 
solidation and authorizing the acquisi- 
tion of the Oak Park Company. 

The first board of directors of the 
consolidated corporation would consist 
of five men, named in the petition as 
follows: Samuel Insull, Britton I. Budd, 
John H. Gulick, S. A. Russell and R. 
Floyd Clinch. After the consolidation 
is effected the corporation is to 
acknowledge and deliver two trust 
deeds or mortgages of its properties, 
one securing first lien and refunding 
mortgage bonds to be issued thereunder, 
which shall provide for a series of 
bonds designated “Series A,’ and dated 
Jan. 1, 1922, payable Jan. 1, 1947, and 
bearing interest at the rate of 7 per 
cent. The other mortgage would be 
subject and subordinate to the first 
lien, securing income bonds to be issued 
thereunder in the aggregate principal 
amount of $17,120,000, dated Jan. 1, 
1922, payable Jan. 1, 1952, and carrying 
interest up to but not exceeding 6 per 
cent, payable only if earned. By means 
of these new securities, the companies 
would discharge and cancel the follow- 
ing stocks, notes and indebtedness of 
the several constituent companies: 


(a) The entire outstanding capi- 
tal stock of the Northwest- 
ern Company, consisting of 
98,908 shares of the par 
value of $100 each, making 
a total par value of pa SS 
The entire outstanding capi- 
tal stock of the Metropolitan 
Company, consisting of 161,- 
703 shares of the par value 
of $100 each, making a total 
par value of 
The entire outstanding capi- 
tal stock of the South Side 
Company, consisting of 102,- 
314 shares of the par value 
of $100 each, making a total 
par value of 
The outstanding 5 per cent 
note of the ee ete 
Company, dated Aug. 3, 1916 
(payable to the order of the 
company and by it endorsed 
in blank) in the principal 
SUELO Lemeeeisiaia te iayai nce y+ en 2 eons 
The outstanding 5 per cent 
note of the peed tet 
Company dated Aug. 1916 
(payable to the order oe the 
company and by it endorsed 
in- blank) in the principal 
SUMMOL comme ss os os was 
Indebtedness of the North- 
western company for elec- 
trical energy 
Indebtedness of the Metro- 
politan Company for electri- 
cal energy 
Indebtedness of the South 
Side Company for electrical 
energy 


$9,890,800 
(b) 


16,170,300 


(ce) 


10,231,400 


(d) 


290,000 
(e) 


620,000 
(f) 
1 ODED 544,683 
(g) 
i ap SE eI 1,055,959 


(h) 
426,173 


$39,229,315 
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In exchange for the surrender and 
cancellation of these stocks, notes and 
indebtedness, the consolidated corpora- 
tion would issue $17,120,000 of its in- 
come bonds, $19,172,500 of capital stock 
and not to exceed $1,600,000 of its first 
lien and refunding bonds of Series A, 
but only on deposit with the trustees of 
the first lien and refunding mortgage of 
an equal par amount of such obliga- 
tions, as may by the terms of such 
mortgage be deposited hereunder as a 
basis for the issuance of these bonds. 

Britton I. Budd, president of the 
several elevated companies, believes 
that this consolidation will so shape the 
finances of the companies that it will 
be possible to purchase 100 new cars 
at a cost of approximately $2,000,000. 
If the consolidation is effected this will 
be an important step in the improve- 
ment of the elevated facilities. Plans 
for these cars have been under con- 
sideration for some time and bids on 
them have been asked. 


Sale of Stock to Public Successful 


The Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., re- 
cently completed the sale to home in- 
vestors of a $3,000,000 issue of 8 per 
cent cumulative preferred stock. The 
issue, which was placed on sale in June, 
1921, was advertised exclusively in Mil- 
waukee and Wisconsin newspapers and 
was sold out April 18, 1922. To satisfy 
a continuing demand from small in- 
vestors, approximately $300,000 of the 
stock was obtained by the company 
from large holders and redistributed in 
small lots between April 13 and. 
April 29. 

According to an analysis prepared by 
the company’s securities department, 
the issue is held by approximately 3,300 
women and 5,000 men, a total of 8,300 
individual and joint owners, of whom 
approximately 6,000 live in Milwaukee, 
2,170 in 200 other Wisconsin cities and 
towns and 130 in other states. 

The securities department, which also 
serves the Wisconsin Gas & Electric 
Company, an affiliated concern, is now 
selling the last half of that company’s 
recent issue of $500,000 preferred 7 
per cent stock. A large share of this 
issue was subscribed for by 450 officers 
and employees of the company. When 
this issue is sold there will be offered 
for sale another $3,000,000 issue of 
cumulative preferred stock of the 
Milwaukee Electric Railway & Light 
Company identical in character with 
the 8 per cent issue, except that the 
dividend rate will be 7 per cent in line 
with the declining cost of new capital 
for the public utility business. The 
issuance and sale of this stock has been 
authorized by the Wisconsin Railroad 
Commission. 

The two affiliated companies serve 
the southeastern part of Wisconsin and 
now have approximately 16,000 in- 
vestors in this territory and about 
18,000 in the entire State of Wiscon- 
sin. Both have been pioneers in the 
sale of securities direct to the public. 
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2,491,909,178 Passengers 


437 Rides per Capita in New York 
City—Other Interesting Facts 
in Commission Report 


The summary of the report of the 
Transit Commission of New York City 
for the year ended Dec. 31, 1921, con- 
tained many matters of interest that 
it was impossible at the time to include 
in the article “128,321,809 More Pas- 
sengers,” published in the ELECTRIC 
RAILWAY JOURNAL for Jan. 14, page 85. 
This is true particularly with respect 
to figures of traffic handled and 
earnings. 

At the end of the fiscal year, namely, 
June 380, 1921, there were under the 
jurisdiction of the commission seventy- 
one common carriers, of which fifty- 
eight were street and electric railways, 
eleven steam railroads and two stage- 
coach corporations. 

The combined capitalization of all 
companies, that is, the capital stock 
and bonds at par value, plus certain 
certificates of indebtedness, etc., was 
$1,333,972,116. Excluding duplications, 
the net capitalization was $1,280,662,177, 
which was an increase over the year 
1920 of about $59,000,000. This in- 
crease was largely due to the opening 
of new lines constructed by the city of 
New York under the dual system 
contracts. As soon as such lines are 
opened the bonds issued by the city 
for their construction are included in 
the outstanding capitalization of all the 
companies. The city is now represented 
in this list by $261,597,725, in securi- 
ties. There has been some reduction 
in the gross capitalization of the street 
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STREET RAILWAY TRAFFIC IN NEW YORK CITY, 
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1919-1921 


Number of Revenue Passengers (Cash Fares) 


Fiscal Year Ended June 30-————. 


Increase* of 
— 1921 over 1920— 


Per 
1919 1920 1921 Number Cent 
Subway and Elevated Lines: 
Interborough— 
a 461,147,058 586,098,633 639,385,780 53,287,147 9.09 
Elévatedpaceer et... .- 348,188,600 369,034,477 374,293,051 5,258,574 1.42 
B. R. T. elevated and subway.. 305,021,402 376,782,635 404,970,640 28,188,005 7.48 
Hudson and Manhattan tubes... 86,050,815 92,250,836 95,607,645 3,356,809 3.64 
Rotate eee =... ss 1,200,407,875 1,424,166,581 1,514,257,116 90,090,535 .33 
Street Surface Lines in 
Borough of Manhattan....... . 370,084,711 349,772,761 384,128,024 34,355,263 9.82 
Borough of the Bronx......... 80,806,261 94,141,991 107,675,507 13,533,516 14.38 
Borough of Brooklyn......... 365,963,677 432,936,227 418,106,603 D 14,829,624 D 3.43 
Borough of Queens =: 46,723,575 49,562,574 51,944,034 2,381,460 4.80 
Borough of Richmiond.. 15,958,198 15,007,235 15,797,894 90,659 5.27 
‘LOtaineweeeee ees... 2... 879,536,422 941,422,788 977,652,062 36,231,274 3.85 
Grand total..............  2,079,944,297 2,365,587,369 2,491,909,178 126,321,809 ; .34 


Population (6)... 
Fares per capita. 


*The prefix D indicates Feet eases 
(a) Exclusive of Brooklyn Rapid Transit. 


5,534,727 
376 


5,620,048 
: 421 


5,705,364 
437 


(6) Estimated for 1919 and 1921 on basis of one-tenth of decennial increase, 853, 165. 


railroad corporations, totaling about 
$1,200,000, the most important items 
being a transfer by the Interborough 
Rapid Transit Company from capital 
to sinking fund, the retirement of 
mortgage bonds by the Prospect Park & 
Coney Island Railroad, and the payment 
of the funded debt of the Fifth Avenue 
Coach Company. It is interesting to 
note that the total capitalization of the 
several companies is nearly double the 
total in 1907, the year in which the 
Public Service Commissions were 
created. 

The total increase of traffic on the 
street railroads for the fiscal year ended 
June 30, 1921, was 126,321,809. The 
trafic upon the Interborough Rapid 
Transit Company’s subway and ele- 


vated lines increased 58,545,721 and that 
of the New York Consolidated Railroad 
Company (B. R. T.) 28,188,005, making 
a total rapid transit increase of 90,- 
090,535 over the previous year, an 
increase of 6.33 per cent. The largest 
single increase was that on the subway 
division of the Interborough company, 
which was 53,287,147. 

Due principally to a large increase 
in traveling on the lines of the Third 
Avenue Railway System, the Boroughs 
of Manhattan and the Bronx made the 
largest gain in the number of pas- 
sengers carried upon the street surface 
lines. In Brooklyn, however, the sur- 
face lines as a whole showed a de- 
crease of 14,829,624 passengers, or a 
falling off of 3.43 per cent. This de- 


RESULTS OF OPERATION OF STREET RAILWAY COMPANIES NEW YORK CITY 
Years ended June 30, 1908-1921 


Street Expenses of 
Railway Maintenance Net 

Operating and Taxes, Operating Corporate 

Fiscal Year Revenue Operation Tolls, ete. Income (a) Income (6) 
1906 355 oa Odea Jee ae $69,026,612 $40,129,956 $4,330,227 $24,566,429 $2,665,764 
$909 Ji. Gee eee eee 72,432,715 41,606,428 4,982,67 25,843,609 6,386,037 
19105. 5. cowie bee eee 79,593,910 43,586,932 5,148,324 30,858,654 9,559,816 
19L Eee oe 83,751,415 45,993,964 5,495,881 32,261,570 10, 171,074 
1992. taeee sage o Aker 88,242,144 47,667,562 5,803,790 34,770,792 12,073,641 
1913.52.05. tape oe ee ee 92,141,605 48,675,647 6,095,520 37,370,438 12/229:271 
1994...ck. st Sade ee 94,155,521 50,117,712  _— 5,895,935 38,141,874 11,849,985 
1915. th 93,644,428 50,324,095 5,811,290 37,509,043 11,501,157 
1916. 02 ee eee 98,628,185 52,038,312 6,238,461 40,351,412 12,352,438 
1917... 4.0, eee 100,185,796 55,960,722 7,185,113 37,039,961 9,457,886 
1918... ots cee 103,499,463 60,699,402 8,232,851 34,567,210 5,266,496 
1919. <x 252 et ee eee 110,198,575 75,985,007 7,907,358 26,306,210 Loss 8,556,408 
1920. -- 42 Li ha eee 127,880,161 96,059,603 7,353,757 24,466,801 Loss 10, 725, 522 
1921-©).2 3 Se eee 136,805,025 107,232,966 7,507,843 22,064,216 Loss 16,835,756 

(a) Excess of revenue over expenses and taxes. 


(b) Balance after interest, rents and other fixed charges 


(c) Provisional. 


NUMBER AND CAPITALIZATION OF 
CORPORATIONS REPORTING TO TRANSIT 


COMMISSION 
Capitaliza- 
Number tion (a) 

Rapid transit railway owned 

by-city of New York...... 3261,597,725 
Steam and electric railroads 0)38 922,523,409 
Steam railroads............ 149,795,182 
Stagecoach corporations.... . i 55,800 

All common earriers...... 71 = $1,333,972,116 


Mons Soc cosas | nears 71 = $1,280,622,177 
(a) Common carriers as of June 30, 1921, with ex- 
rere of steam railroads, which are as of Dec. 31, 
(b) Includes four companies that discontinued 
operation during fiscal year 1920, and city of New 
York, Department of Plant and Structures, as oper- 
ator of Staten Island Midland Line. 


STREET RAILWAY TRAFFIC (INDICATED BY NUMBER OF CASH FARES) IN NEW YORK CITY, 1860-1921, 


Street Surface Railways——4HH4H4_— 
Queens 
(excl. B. R. T.) 


Year Manhattan The Bronx Brooklyn Richmond 
LO a ete Shee 385455, 242 0 cee (SSE RE!” 2 Seem eye 
1870502 a eee ee 114,101,539 1,038,014 37.203 20... 121,086 
£80), et. ee eee ee 148,615,107 1,775,485 77,928,395 1,052,380 213,905 
Fe LRA Reed oi i rine ae 215,296,648 3,394,726 109,288,647 2,976,185 287,325 
1900 na. Bo an SEES oe 360,002,672 21,364,690 204, 106,397 11,441,751 6,872,856 
1910 Sans ee 371,165,696 56,524,261 289,308,085 34,430,074 11,712,623 
BUA oe pani et ee 382,046,845 62,777,966 305,977,350 42,515,629 12,301,757 
Lcd hee RAMA Rego 395,238,026 67,837,245 322,321,981 45,182,732 12,959,799 
ISIS wa Aico cc Lee 419,722,253 74,702,309 345,987,401 47,463,382 13,568,066 
1914) ee Bo. eee 420,662,533 79,652,133 351,905,284 49,973,696 14,011,414 
91S Se ee. ete eee 415,551,116 81,502,803 354,700, 113 52,686,108 14,312,009 
ISG 255 es. 5 ee 427,373,847 84,535,737 363,630,177 54,167,403 14,884,534 
TORS ce 3 Oe ee 349,788,114 71,153,030 373,079,651 50,906,681 15,238,157 
hit Ae oj ee Ae 371,136,389 79,917,071 360,207,555 43,448,206 15,287,922 
ADO SS. cis ka ss ee 370,084,711 80,806,261 362,105,288 46,723,575 15,958,198 
FO ZOR IS 5 8 ee ee 349,772,761 94,141,991 432,936,227 49,562,574 15,007,235 
Nd [eae Se eee pe AS 384,128,024 107,675,507 418,106,603 51,944,034 15,797,894 


WITH PARTIAL DISTRIBUTION BY BOROUGHS 


Rapid Grand Per 
Total » Transit Total Capita 

50,830,173! 9.2. Pee 50,830,173 43 
152,463,920'>" 9 23) aes 152,463,920 103 
229,585,272 60,831, 757 290,417,029 152 
331,243,531 237, 906, 029 569, 149,560 218 
603,788,366 242,564,692 846,353,058 246 
763,140,739 768,122,175 1,531,262,914 321 
805,619,547 798,281,850  1,603,901,397 330 
843,539,783 837,374,152 1,680,913,935 340 
901,443,411 868,433,097 1,769,876,508 352 
916,205,060 896,999,296  1,813,204,356 355 
918,752,149 888,880,577 1,807,632,726 348 
944,591,698 954,143,917  1,898,735,615 360 
860,165,633 1,058,646,596 1,918,812,229 358 
869,997,143  1,105,514,646 = 1,975,511,789 362 
875,678,033 1,204,266,264 2,079, 944) 297 376 
941,420,788 1,424,166,581 2,365, 587, 369 421 
977,652,062 1,514,257,116 2,491, 909. 178 437 


May 13, 1922 


crease occurred entirely upon the lines 
of the Nassau Electric Railroad, which 
showed a loss of nearly 29,000,000. 
Other surface lines in Brooklyn gained 
more than 14,000,000. The heavy loss 
of the Nassau Electric Company was 
due mainly to the operation of the new 
Brooklyn line of the Interborough 
Rapid Transit Company and to the 
discontinuance of operation on a num- 
ber of routes, the elimination of transfer 
privileges and cessation of operation of 
certain lines during a prolonged strike 
period. The Borough of the Bronx 
(Third Avenue Railway System) showed 
an increase of 13,533,516 passengers, 
or 14.38 per cent. This was the largest 
percentage of increase reported by any 
single system. 

The accompanying tables show the 
number of revenue passengers reported 
by the different street railway systems, 
the population of the city and the 
average number of rides per capita for 
the fiscal years ended June 30, 1919, 
1920 and 1921. They also show the 
street railway traffic for 1860, 1870, 
1880, 1890, 1900, and for every year 
from 1910 to 1921 inclusive: = 

While the traffic showed a slight in- 
crease as above noted, the financial 
condition of the companies did not im- 
prove during the year. In fact, there 
was a large increase in the deficit. 
This deficit for the year ended June 30, 
1920, was $10,725,522, while for the 
year ended June 30, 1921, it was $16,- 
835,756. One of the three tables on 
page 806 shows the financial results of 
street railway operation for each fiscal 
year from 1908 to 1921 inclusive. 


May Take Over Traction Line 


_ The Joliet & Eastern Traction Com- 
pany, Joliet, Ill., instead of being 
junked may be put in operation again 
if the efforts of Frankfort business 
men are successful. The line ceased 
operation between Joliet and Chicago 
Heights on April 15 by permission of 
the Illinois Commerce Commission 
when it was shown to that body that 
the road could no longer financially do 
business. It is said that Will Folkers 
of Frankfort announced that efforts 


would be made to buy 52 per cent of. 


the stock of the traction line which is 
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held by Joliet interests. He said that 
citizens of Frankfort at present hold 
about 30 per cent of the stock and that 
if the Joliet holdings could be pur- 
chased, the stock would be pooled and 
the road again placed in operation. The 
shortening of the road to Matteson 
and the use of one-man cars were also 
under consideration. The discontinu- 
ance of this service was referred to 
previously in the ELECTRIC RAILWAY 
JOURNAL. 


Income Increases 


A favorable showing has been made 
by the Louisville (Ky.) Railway for the 
first quarter of 1922 in comparison with 
the same period a year ago. Net in- 
come for the first quarter of this year 
was $167,611 compared with a deficit of 
$26,886 for the same period in 1921. In 
comparing these figures it is noted that 
the 7-cent fare was in effect only one 
month and eight days during that 
period in 1921. Operating revenues 
for the first quarter of 1922 were 
$1,131,106 and operating expenses and 
taxes were $828,710. 

Securities of the railway have 
strengthened to a marked extent in 
recent weeks, reflecting the improve- 
ment in earning capacity and optimism 
on the part of officials of the company 
with regard to the outcome of the 
fare case litigation. The bonds have 
advanced steadily and are in strong 
demand, while the stocks, which are 
not listed on any exchange, are reported 
to be showing good advances. 


Improved Conditions of New 
Haven Electric Properties 


In its statement on the fiftieth year 
of operation the New York, New Haven 
& Hartford Railroad, New Haven, 
Conn., reports that its trolley proper- 
ties showed a marked improvement over 
last year, both in increased revenue and 
reductions in expenses. This was made 
possible by the higher rates of fare with 
some decrease in rates of pay and cost 
of materials. The income accounts of 
the Berkshire Street Railway, the Con- 
necticut Company, the New York & 
Stamford Railway and the Westchester 
Street Railroad for the year ending 
Dec. 31, 1921, are given herewith. 
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Illinois Central Makes First Issue 
of Stock 


Directors of the Illinois Central Rail- 
road have authorized an issue of $10,- 
929,600 of 6 per cent convertible non- 
cumulative preferred stock, series-A, 
subject to the approval of the Inter- 
state Commerce Commission. This is 
the initial step in the financing of the 
vast project of a new terminal in Chi- 
cago and the electrification of the lines 
in Chicago. Approval of a total issue 
of $50,000,000 by the stockholders for 
this work was referred to in a recent 
issue of the ELECTRIC RAILWAY JOURNAL. 
Additional blocks of stock will be issued 
from time to time as the work of 
electrification progresses. The new 
stock will be offered at par to stock- 
holders on record May 16 to the amount 
of 10 per cent of their holdings of com- 
mon stock. It will be convertible at 
the holder’s option into common stock 
after Sept. 1, 1922, on a share for share 
basis. It will also be subject to re- 
demption as a whole on any semi-an- 
nual dividend date after Sept. 21, 1927, 
at a premium of 1.5 per cent and ac- 
ecrued dividends. 


Road Ordered Sold by Court 


Any hope that the Interurban Rail- 
way & Terminal Company, Cincinnati, 
Ohio, might resume operation has 
ended. Judge John A. Caldwell of the 
Hamilton County Common Pleas Court 
has signed an order authorizing the re- 
ceiver for the interurban company, 
Charles M. Leslie, to dismantle the 
properties and sell them as junk, with- 
out further order of the court. Judge 
Caldwell’s order was somewhat formal, 
as a similar order and authorization 
had been made by the Ohio State Public 
Utilities Commission. 

The Interurban Railway & Terminal 
Company discontinued operating on 
March 25. Mr. Leslie said that the 
rails would be taken up and together 
with the poles and wires would be sold. 
All cars, motors, and machinery in 
power plants and other stations also 
will be sold. The proceeds will be 
used to apply to the claim of the bond- 
holders. The discontinuance of opera- 
tion was referred to in the ELECTRIC 
RAILWAY JOURNAL, issue of April 1. 


BERKSHIRE STREET CONNECTICUT NEW YORK & STAMFORD WESTCHESTER STREET 
RAILWAY COMPANY RAILWAY RAILROAD 
Increase over Increase over Increase_over Increase over 
1921 1920 1921 1920 1921 1920 1921 1920 

Total operating revenues........... $1,098,354 $47,809 $14,619,210 $1,529,893 $560,847 $66,405 $231,339 D$7,699 
Total operating expenses........... 853,082 D184,562 11,837,324 D 579,815 418,083 D39,241 241,192 D 34,813 
Net operating revenue....7........ 245,272 232,373 2,781,885 2,109,708 142,764 105,646 $9,853 27,114 
SL AXES if hs atin aciia)s sume eae 57,491 12,285 611,027 D114,739 28,056 3,795 11,655 D 425 
Operating income.................. 187,781 220,086 2,170,858 2,224,448 114,708 101,850 $21,508 27,540 
Non-operating income............. 2,206 D3,508 10,117 D1,222 1,480 D676 880 215 
Gross income. |). ys7 co iis ap so aie 189,987 216,578 2,180,975 2,223,226 116,188 101,174 $20,628 27,755 
Deductions from gross income..... . *319,975 962 1,455,049 61,208 *101,444 482 *35,050 299 
INeHInvoMe: ana sente. Aeneed ose ; $$129,987 $215,615 $725,926 $2,162,017 $14,743 $100,691 +$55,678 $27,455 


D—Decrease. 
T Deficit. 


* Deductions from gross income include $213,550 interest accru- 


ing to the N. Y., N.H. & H.R. R 
account of that company. 


. R. but not included in the income 


D—Decrease. 
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come 


company. 


D—Decrease. 

* Deductions from gross 
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interest acrruing to the 

& H. 


but not included in the in- 


D—Decrease ft Deficit 

* Deductions from gross 
income include $26,858 
interest accruing to the 
N.Y; No & BOR. R., 
but not included in the in- 
come account of that 
company. 


include $40,223 
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Public Is Entitled to All Facts 


Following close of arguments begun 
on April 25, after postponement of one 
day, Judge H. D. Dickinson of the Dis- 
trict Court on May 1 made a verbal 
order that the Twin City Rapid Transit 
Company, Minneapolis, Minn., open its 
minute and account books for inspection 
by Delos F. Wilcox, traction expert for 
the city of Minneapolis. 

This verbal order was made formal 
and signed on May 2. It allowed three 
days in which to hand over the books. 
The ruling was made in preparation for 
hearing in a mandamus suit which was 
set for hearing on May 12, following 
action instituted by the city in an alter- 
native writ of mandamus on the theory 
that in mandamus proceedings the court 
is authorized to grant either side the 
privilege of inspecting the books and 
records involved, before the trial. 

Judge Dickinson said the Minneapolis 
Street Railway is being operated under 
chapter 278 of an act of the Legislature 
of 1921 and under this statute the 
motion appeared to be fully warranted. 
The important provision of the statute 
reads: “The commission or council have 
the right at all times to inspect by it- 
self or by its representatives all books, 
records and accounts and street railway 
property of any street railway in any 
city.” 

The court said: 


Laying all fictions aside the Twin City 
Rapid Transit Company is the actual owner 
and supreme authority in the actual opera- 
tion of the railway system of these two 
cities, including the suburban lines. Be- 
hind and beyond the screen of local legal 
entities is the master’s hand and the mas- 
ter’s voice, which cannot be mistaken or 
disobeyed. In short, the Twin City Rapid 
Transit Company is subject to the orders 
of a court of competent jurisdiction for the 
production of important records in a case 
of this kind which it might have in its pos- 
session and in its control. 

The public is entitled to the facts. There 
should be no secret about it, all should be 
above board; it is only fair, just and right 
that all records should be opened up. The 
public pays the toll, and the statute con- 
templates that the public is entitled to know 
what it is paying for. 


Records sought by the city include 
books of the company back to June 4, 
1891, of the Minneapolis Street Railway 
back to July 1, 1878, and the St. Paul 
City Railway dating from Aug. 30, 1877. 

At present the rate is 6 cents. The 
company has asked 7 cents with four 
tokens for a quarter. The decision is 
to be made by the State Railroad & 
Warehouse Commission under the new 
Brooks-Coleman act on an appraisal of 
value of the property, final hearing of 
which before the commission on pres- 
entation by the city and the street rail- 
way is expected by the end of July 

The St. Paul and Minneapolis lines 
being linked in the valuation and rate 
proceedings there is more delay than if 
there were only one line. In the case of 
St. Paul the rate hearing has been set 
tentatively to begin on June 1 before 
the commission. This is evidenced in 
a similar hearing for the Duluth line, in 
which the commission took testimony 
one day, adjourned, resumed and ended 
the case in a short time. As yet the 
Minneapolis city attorney has not 
moved for dismissal of the mandamus 
proceedings which are set for May 


15, but the hearing is now unnecessary. 
President Horace Lowry announced 
on May 4 that the books of the Twin 
City Rapid Transit Company would be 
brought to Minneapolis from New Jer- 
sey, and turned over to Delos F. Wil- 
cox, the city’s valuation expert, and 
Neil M. Cronin, the city attorney, for 
examination. Mr. Lowry said: 


Our counsel feel that there is no reason 
for producing the books of the Twin City 
Rapid Transit Company as they have no 
bearing on the case and are private cor- 
porate records, but inasmuch as the present 
order takes the other view of the matter 
we have decided not to contest the case 
any further. One of the main reasons for 
this decision is that we want the valuation 
work to proceed as fast as possible and we 
do not want the public to believe that we 
are concealing pertinent facts. I hope mat- 
ters now may proceed rapidly as it is im- 
possible for the company to get in any 
large amount of new capital until the 
valuation is fixed. 


Net Receipts and Traffic Increase 


The total receipts of the Boston 
(Mass.) Elevated Railway for the 
month of March, 1922, amounted to 
$2,868,518 against $2,991,781 for the 
same month in 1921. The total cost of 
service. was $2,664,186, leaving an ex- 
cess of receipts over cost of service of 
$204,332 compared with $200,848 in 
March, 1921. The total revenue pas- 
sengers carried in March, 1922, were 
30,889,032 against 29,695,375 in March, 
1921. The reserve fund required by 
law was restored on April 1 to the 
amount of $919,863. 


Lower Surplus in Baltimore 


The twenty-third annual report of 
the United Railways & Electric Com- 
pany, Baltimore, Md., shows a net in- 
come of $635,231 for operation during 
1921. Total operating revenues were 
$16,332,865 and operating expenses and 
taxes amounted to $11,675,440. The 
surplus in 1920 totalled $1,043,599. 
According to the report of C. D. Em- 
mons, president of the Baltimore prop- 
erty, this falling off in net earnings 
amounting to $408,369 was due to un- 
employment. The company did not 
suffer so severely as other companies, 
inasmuch as its decrease for the year 
was only 5.7 per cent of the gross earn- 
ings. 

The company put into effect some 
important econcmies such as the in- 
stallation of power-saving devices, ad- 
ditional one-man car operation and 
was thereby enabled to reduce operat- 
ing expenses 4.78 per cent. A saving 
in the matter of wages was effected 
amounting to between $350,000 and 
$400,000 per annum. 

The records of the safety department 
show that there were 15 per cent less 
railway accidents during 1920 than in 
1919 and 20 per cent less in 1921 than 
in the preceding year. 

In concluding his statement Presi- 
dent Emmons referred to the cessation 
of dividend payments three years ago 
and the diverting of available money in- 
to improvements and betterments. He 
said that the result of this plan would 
eventuate to the benefit of the stock- 
holders. 


Mr. Insull Ready to Consider Offer 
for Elevated Lines 


Samuel Insull makes the statement 
that he is willing to consider the sale 
of the Chicago elevated roads to the 
municipality. Mr. Insull has made this 
offer in writing to the Council sub- 
committee which is considering transit 
improvements. He had been invited to 
attend the sub-committee’s session and 
in acknowledging the invitation said: 


When the plans of your committee take 
some definite form by way of a concrete 
suggestion for the acquisition of the ele- 
vated roads by the city I will be glad, as 
I have already told your committee, to take 
up and consider the matter promptly. 


Net Operating Revenue Drops 
$85,500 


The Salt Lake & Utah Railroad, Salt 
Lake City, Utah, in its annual report 
for 1921 filed with the Public Utilities 
Commission of Utah, shows that the 
company cut its operating expenses by 
$40,500 under the operating expense 
total for 1920. During the same period 
the operating revenue fell off $126,000. 
Thus the net railroad operating revenue 
dropped $85,500 for 1921, as compared 
with 1920. 

Gross operating revenues of the rail- 
road were $750,000 during the year. 
Gross operating expenses were $516,000, 
leaving the net revenue $234,000. From 
this were deducted taxes of $71,000, 
which showed an increase of nearly 
$6,000 during the year. There were 
also some increases in non-operating 
income of the railroad, and the gross 
income amounted to $167,000, from 
which interest of $150,000 on bonds, and 
other interest items totaling $5,500, 
together with an amortization of the 
discount on the funded debt of $13,666, 
leaving the total deductions $170,773.48. 
The company therefore closed the year 


with $3,821.27 less in receipts for the | 


year than expenditures. 

After paying dividends on its pre- 
ferred stocks out of its surplus, the com- 
pany shows a reduction in the corporate 
surplus of $76,000 during the year. 

The Interurban Construction Com- 
pany is owner of 90 per cent of the 
stock of the Salt Lake & Utah, other 
stockholders being prominent business 
men of Weber, Salt Lake and Utah 
counties. Total investments in the line 
are placed at $7,700,000. 

Passenger revenue produced $363,000, 
and freight revenue $321,000. The main 
line, from Payson to Salt Lake, is 66 
miles long, and the Magna branch 2 
miles. " 


Abandon Service 


The Ardmore (Okla.) Railway has 
ceased operation and the single one- 
man car that had been used for some 
time has been locked in the carhouse. 
The original franchise was granted in 
1903 to run for a period of fifty years. 
About eight months ago the line went 
into the hands of T. B. Snelson as 
receiver. It is not known whether the 
property will be junked or another 
effort made to operate it. 
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May Be Forced to Discontinue 
Service 


Unless financial assistance is forth- 
coming at an early date it is likely that 
the Iron River, Stambaugh & Crystal 
Falls Street Railway, Iron River, Mich., 
will have to abandon service. This 
was the recent ultimatum of F. D. 
Sullivan, general manager; who stated 
that during the last two years the com- 
pany. had been operating at a loss. 
Aggregate losses of $9,000 during the 
past two years and an electric current 
bill of $1,900 were-made a subject for 
discussion at a meeting of business 
men of Iron River to see if some solu- 
tion could be found. 


Car Riders in Toledo Pay Less 
Interest Rates 


According to figures compiled by 
City. Street Railway Commissioner 
Cann the car patrons of the Community 
Traction Company, Toledo, Ohio, are 
paying less interest a mile of track than 
any of the other five cities in that part 
of the country where the lines »are 
operated on a service-at-cost plan. In 
other words, the Doherty interests, 
which own the Toledo property, are 
receiving less return per mile of track 
than are the owners in Cleveland, 
Youngstown, Rochester and Cincinnati. 
The comparative figures for the five 
cities follow: 

Capital value of street railway property 
—Cleveland, $33,495,000; Youngstown, $4,- 
300,000; Rochester, $19, 216, Li Cincinnati, 
$38,067, 950; Toledo, $8,500,0 

Miles of eine naiar peas Pe 376; Youngs- 
town, 52; Rochester, 168 ; Cincinnati, 282.4; 
Toledo, 123.6. 

Capital value per mile of track—Cleve- 
land; $89,082; Youngstown, $82,692; Roch- 

7 Pegs Taare ; Cincinnati, $138,372 ; Toledo, 
, Population—Cleveland, 920,000; Youngs- 
town, 150,000; Rochester, 297,000; Cincin- 
-nati, 401,247; Toledo, 243,400. 
- Population per mile of track—cCleveland, 
2,420.2; Youngstown, 2,865.4; Rochester, 
1,772.7; Cincinnati, 1,421; Toledo, 1,969.3. 


INTEREST PER MILE 


Interest per mile of track—Cleveland, 
$5,587; Youngstown, $5,502; Rochester, 
. $6,307 ;- Cincinnati, $5,847; Toledo, $4,207. 

Interest charges per capita — Cleveland, 
-$2; Youngstown, $2; Rochester, $3; Cin- 


cinnati, $4: Toledo, $2 
Total interest per sh cog Prt t $2,- 


100,730; Youngstown, $306,912; Rochester, 
; 1,057,098; Cincinnati, $1, 650. 937; Toledo, 


Each semi-annual period decreases 
the amount of the interest charge paid 
to the Doherty interests and a propor- 
‘tionate increase is made of payments 
to the municipal ownership fund. This 
fund, it will be shown by the commis- 
sioner’s monthly report to the board of 
control on April 15, now amounts to 
_ just about a quarter of a million dollars. 

The Cincinnati interest figures do 
not include payments on an unfunded 
debt of $510,541. 


Makes Report on Electric 
Divisions 
The electric divisions of the Boston 
& Maine Railroad, which include the 
Portsmouth Electric Railway and the 
Concord Electric Railways, report total 
revenues of $367,464 for the year ended 
Dec. 31, 1921. For the. year ended 


Dec. 31, 1920, this item amounted to 
$403,902. Total operating expenses for 
1921 were $315,464 against $357,466 for 
the previous year. From the net oper- 
ating revenue of $52,001 tax accruals 
amounting to $26,766 were subtracted, 
leaving’ an operating income of $25,235 
in 1921 against $23,121 for 1920. 


Line Musi Be Self-Sustaining 


Abandonment of operation of Route 
No. 67 of the Philadelphia (Pa.) Rapid 
Transit Company, popularly known as 
the Zoo line, has been upheld by the 
Public Service Commission. The line is 
a single-track loop 2.48 miles in length 
with one-way operation. 

The case was decided last September, 
but the opinion is just available through 
the printed report of the commission. 
The details of the case are, perhaps, 
not of so much general interest as are 
some of the remarks of the commission, 
in which the fundamentals are laid 
down that governed its action. The 
commission said: 

The street railway service must have 
steady, daily public patronage or it cannot 
be self- sustaining. The continued opera- 
tion of one line in a general system that 
has not such patronage and is not self- 
sustaining imposes an unjust burden on the 
rest of the system and its patrons. These 
principles are fundamental in the street 
railway. business. 

Sound economic principles dictate the 
abandonment of particular lines which 
cannot be made self-sustaining unless such 
abandonment results in real, substantial 
public inconvenience. The determination 


of the commission in this matter where the 
complainant is a private individual is made 


solely with regard to the general conven- 


ience of the public. It does not appear from 
the evidence that the restoration of service 
along route No. 67 is reasonably necessary 


for the accommodation of the ik se? 


F cial 


News Notes 


Change in Name Announced.—The 
name of the Madison Light & Railway 
Company at Madison, Ind., has been 


‘changed to the Madison Light & Power 


Company. 


Sale Again Deferred—The sale of 
the carhouse properties of the New 
York Railways situated in the block 
from Thirty-second to Thirty-third 
Street and Lexington and Fourth Ave- 
nues has been further postponed until 
June 8. 


Two New Directors at Richmond.— 
John T. Wilson, Richmond, Va., and 
Daniel Stafford, New York, N. Y., have 
been elected directors of the Virginia 
Railway & Power Company, Richmond, 
to succeed C. B. Buchanan and Finley J. 
Shepard. 


Net Improves.—The Winnipeg (Man.) 


‘Electric Railway for the three months 


ended March 31, 1922, reports gross 
earnings of $1,455,787, a decrease of 
$31,792 over the same period a year ago. 
The net income is given as $216,620 
against $181,199 for the three months 
period in 1920. 


Hearing on Application for Receiver 
Postponed.—Judge Mayer in the United 
States District Court at New York has 
adjourned until May 26 the hearing on 
applications made by the American 
Brake Shoe & Foundry Company and 
Clarence H. Venner for the appointment 
of a receiver for the Interborough Rapid 
Transit Company. 


Extension at Increased Interest Ap- 
proved.—The Department of Public 
Utilities has approved the petition of 
Worcester (Mass.) Consolidated Street 
Railway that it be allowed to extend 
for five years from Sept. 1, 1922, 
$500,000 of 4% per cent bonds maturing 
on that date, the new interest rate to 
be 7 per cent. 


Gold Bonds Offered.—William R. 
Compton Company and Bond & Good- 
win, both of New York, are offering 
$625,000 of 6 per cent gold convert- 
ible debenture bonds of the Texas 
Electric Railway. The bonds are dated 
Jan. 1, 1917, and are due Jan. 1, 1942. 
They are offered at 87 and accrued in- 
terest to yield about 7.25 per cent. The 
St. Louis Union Trust Company, St. 
Louis, is the trustee. 


New Offering Announced.—Bonbright 
& Company, Inc., Hayden, Stone & 
Company and the Electric Bond & 
Share Company are offering $5,000,000 
of 6 per cent gold debenture bonds, 
Series A, of the Utah Power & Light 
Company, operating the electric rail- 
way at Salt Lake City. The bonds, non- 
callable for twenty-five years, are dated 
May 1, 1922, and are due May 1, 2022. 


-They are offered at 91 and accrued 


interest, to yield about 6.60 per cent. 


Want to Sell Lines.——Because the 
Utah-Idaho Central Railroad, Ogden, 
Utah, has $1,000,000 bonded indebted- 
ness and practically no money in the 
bank except to meet payrolls, W. A. 
Whitney, general manager, told the 
City Council that the company would 
sell its lines and equipment to the city 
or any other company. The statement 
came during a discussion of the paving 
of two blocks on Twenty-fifth Street. 
The general manager said the company 
had not made money for five years and 
could not undertake the paving. 


New Company Shares Offered.—It 
has been reported recently that the 
West Penn Traction & Water Power 
Company, Pittsburgh, Pa., has offered 
common stockholders of the Monon- 
gahela Power & Railway Company 
$7.50 a share in cash and one share 
in common stock of-a new company to 
be organized for their holdings, pro- 
vided at least 78 per cent of the stock 
accepts the offer by June 10. Proposal 
seems certain of acceptance as 80 per 
cent of the stock has already assented. 
Representatives of the West Penn Trac- 
tion & Water Power Company have 
been inspecting the properties of the 
Monongahela Power & Railway Com- 
pany at Parkersburg, West Va., and 
Marietta, Ohio, in connection with the 
offer of purchase which has recently 
been made. 
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Fare Injunction Stands 


Louisville Company Wins Before Court 
of Appeals—Question of Confisca- 
tion May Now Be Argued 


A decision of the United States Court 
of Appeals, sitting at Cincinnati, on May 
5 was favorable to the Louisville Rail- 
way in its long fight for an increased 
fare. The Court of Appeals affirmed 
the action of Judge Walter Evans, of 
the United States District Court, in 
granting a temporary injunction to the 
company in February, 1921, prevent- 
ing the city of Louisville from inter- 
fering with the collection of a 7-cent 
fare by the company. The company 
argued that a 5-cent fare was confis- 
catory, while the city argued that the 
franchise contracts called for a 5-cent 
fare. : 

The higher court returned the case 
to the district court with the sugges- 
tion that changes be made in the en- 
joining order, and fares be reduced if 
it can be shown that there has been a 
reduction in operating expenses which 
would warrant such action. 

This leaves the status as regarding 
the public the same as when the tem- 
porary order was issued fifteen months 
ago. For the present the company will 
continue on a 7-cent fare basis, and 
issue the receipt check for the extra 
charge of 2 cents. 


RECOMMENDS DISTRICT COURT 
HEAR CASE 


The upper court refused to disturb 
Judge Evans’ decision, but recommended 
that the case.be heard in the local 
or district court on its merits as soon 
as possible. This will probably not be 
for some time, as the mandate of the 
upper court will not be sent to the dis- 
trict court for thirty days. 

The principal question before the 
Court of Appeals was: 

Is the company limited by an en- 
forceable contract to a 5-cent fare or 
is there no such existing contract? The 
controversy grew out of the situation 
thus created. 

The court ruled on this point as fol- 
lows: 

it follows, we think, from the conclusion 
that the rate contracts were not extended 
by the ninety-nine year extensions of the 
railway charters, and the company, which 
is lawfully occupying the streets under 
legislative authority therefore, is not bound 
by a rate of fare, in fact, confiscatory, but 
has the right to invoke relief against the 
enforcement thereof. 

The evidence introduced by the company 
made a prima facie showing of a confis- 
catory rate, justifying judicial discretion 
in favor of the order of the court. 

We think the interests of both the com- 
pany as well as the public, generally, will 
be best served by giving immediate oppor- 
tunity for fully trying out the merits of 
the claimed confiscation. 

The court said regarding charters 
of the group of small railways which 
were merged and consolidated so as to 
form the present Louisville Railway: 


After mature consideration we are of 
the opinion that whatever may have been 
the effect of the original rate contracts 
with the city, either alone or as affected 
by the (state) statute of 1856, dr of the 
acceptance by the company of the consti- 
tution of 1891, such rate contracts were 
not extended by the act of 1886, and had 
expired before the present controversy 
arose. 


It is very probable that the argument 
will be prolonged concerning the value 
of the lines and property and necessary 
earnings. 

J. P. Barnes, president of the Louis- 
ville Railway, on May 4 made a state- 
ment to the press in which he said: 


The decision means a guarantee of good 
service to the city of Louisville. We will 
be able, after proving our value in the 
District Court, which we can now _ pro- 
ceed to do, to arrange for necessary funds 
so as to provide improvements and equip- 
ment which has long been needed, and to 
rehabilitate certain portions of the _ prop- 
erty so as to give Louisville the 100 per 
cent service to which it is entitled and 
which has so long been the ideal toward 
which we have been striving. 


BETTERMENT PLANS DEFERRED 
TEMPORARILY 


Plans of the company for improve- 
ment will not be undertaken until the 
matters in hand are threshed out in 
the district court, and the company 
knows exactly where it is. 

The company’s contention as restated 
by the court in the course of its decision 
follows: 


1. That no valid and enforceable rate 
contracts were effected by the charters of 
the respective railways and the amend- 
ments thereto, and the ordinances and con- 
tracts made between the companies and 
the city for the reason, among others, that 
such contracts were beyond the powers of 
the city and whether or not they are 
affected by the Act of 1876, which act, 
however, the company contends, of itself 
prevented a suspension by contract of the 
rate-making power. 

2. That even if such asserted rate con- 
tracts were orginally valid and enforce- 
able all expired by their terms many years 
ago, their life not having been protected 
by the extension act of 1886. 

3. That even if such contracts were 
originally valid and enforceable and even 
if validly extended under the act of 1886, 
they were abrogated by virtue of the Con- 
stitution of 1891, and its acceptance by the 
railway company through the reservation 
to the state of the rate-making power. 


In its review of the situation pre- 
sented with respect to the matter of the 
alleged contract the decision of the 
court was in part as follows: 


In view of the conclusions reached as to 
the non-existence of rate contracts, we think 
the interests of both the city and the com- 
pany, as well as the public interests gen- 
erally, will be best served by giving imme- 
diate opportunities for fully trying out the 
merits of the claimed confiscation. 

Upon this subject we of course can have 
no opinion, nor are we called upon to decide 
what steps are necessary to be taken affect- 
ing a new rate contract. Apart from the 
one question of law, which we have passed 
upon, the entire merits of the case are 
open to further hearing below. 

We may add what is of course obvious, 
that the court below may properly enter- 
tain and decide any application which the 
city may make to modify or vacate the ex- 
isting injunction, whether based on a show- 
ing of lessened cost of operation or upon 
a fuller showing of the controlling facts 
than the city has yet had an opportunity 
to make or upon both; and that in the 
absence of further rate contracts, the in- 
junction ought not to be continued in aid 
of any rate higher than reasonably neces- 
sary to meet temporary conditions as they 
may vary from time to time. i 


Five-Cent Fare Contracts Upheld 


For the second time within eight 
months the Supreme Court has upheld 
the 5-cent fare contracts of the city 
of College Park and the town of De- 
eatur with the Georgia Railway & 
Power Company, Atlanta, Ga. At the 
time of the first decision the company 
redeemed all rebate slips outstanding 
which were given to passengers to 
cover the 2-cent difference pending the 
final decision of the court. 

When the State Railroad Commis- 
sion allowed the railway to charge a 
6-cent fare on its lines in Atlanta, the 
city of College Park and the town of 
Decatur objected to the payment of 
6 cents on those lines on the ground 
that they possessed contracts which 
provided for a perpetual 5-cent fare. 
Later the fare in Atlanta was raised 
to 7 cents by the commission while 
the litigation of Dectaur and College 
Park was pending. 


HIGHER CouRT AFFIRMS DECISION 


In Fulton Superior Court an injunc- 
tion restraining the company from 
charging 7 cents was issued by Judge 
John T. Pendleton, but a supersedeas 
was granted allowing the company to 
charge the increased fare provided re- 
bate checks for 2 cents were given to 
each passenger to College Park. In 
similar proceedings brought in the 
DeKalb Superior Court before Judge 
John B. Hutcheson, a temporary in- 
junction restraining the company from 
charging a 7-cent fare was. granted. 
Judge Hutcheson, however, declined to 
grant a supersedeas permitting the 
company to charge 7 cents pending a 
decision of the Supreme Court. 

Both interlocutory injunctions were 
appealed to the Supreme Court by the 
railway. The Supreme Court affirmed 
the decisions of the lower court and 
under the decision the company had 
the right to accept the decision or to 
demand a trial by jury. In order to 
appeal the case to their United States 
Supreme Court, if desired, it was nec- 
essary that company obtain a verdict 
from a jury and also a final decision 
in the Supreme Court, and it was for 
this purpose that the case was carried 
to the Supreme Court the second time. 
This controversy has been referred to 
previously in the ELEcTRIC RAILWAY 
JOURNAL. 2 ; 


“Bringing In’ Customers 


What is ‘considered an innovation in 
selling campaigns was put into effect 
in Houston, Tex:, upon two different 
occasions with success and promises 
to continue as a medium of stimulat- 
ing sales. In order to bring customers 
into its store—literally speaking—the 
Foley Brothers Dry Goods Company 
chartered extra electric cars on each 
of the eleven lines to carry free of 
charge all those who cared to make 
the trip to the city. The event was 
the weekly “Dollar Day,” when one 
dollar bargains were the chief attrac- 
tion. 
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Hearings on Five-Cent Fare 
Concluded 


The public hearing before the Dallas 
City Commission on a proposal to order 
the Dallas (Tex.) Railway to restore a 
5-cent street fare in Dallas was con- 
cluded recently. Members of the City 
Commission took the proposal under 
advisement, and it was not indicated 
when a decision would be rendered, nor 
whether the traction company would be 
permitted to charge a 6-cent fare or 
would be ordered to restore the 5-cent 
fare. The hearing came to a sudden 
and unexpected conclusion, after having 
occupied more than two weeks, during 
which time the financial standing of the 
Dallas Railway, its earnings and expen- 
ditures for the last several years, and 
other questions bearing on its earnings 
and earning capacity were considered. 

The hearing was ordered by the City 
Commission when it was disclosed that 
the Dallas Railway directors were pay- 
ing out in dividends claimed to have 
been earned in previous years the sur- 
plus earned under the 6-cent fare in ex- 


cess of the authorized 7 per cent on 


the invested capital. The city claimed 
the traction company had been granted 
the 6-cent fare under the agreement 
that all surplus earnings would be used 
in street paving along its tracks, and 
that this agreement had been violated. 
It was found that more than $100,000 
had been paid out in past-earned divi- 
dends from the excess earnings of the 
company. 

Joe A. Worsham, attorney for the 
company, presented a short resumé of 
the points brought out in testimony 
during the hearing as the final feature 
of the session. He said that the com- 
pany did not want to be placed in the 
position of appearing to make threats 
or of antagonizing the city officials in 
any manner. 

The statement of William M. Holland, 
president of the Dallas Railway, that he 
believes the corporation stockholders 
will return the $110,000 taken from the 
surplus reserve and applied to unearned 
dividends, if the city officials will re- 
tract their charges that the company 
broke faith with the city in the dis- 
bursal of the funds, was the outstanding 
feature of the all-day session of the 
franchise hearing at the City Hall. 

Since this is the issue about which 
the hearing was called, the city claim- 
ing that the company breached faith in 
not using the money for improvements 
and extensions, it is believed that the 
differences between the company and 
the city will be compromised and that 
some definite understanding will be 
made as to the disposition of the sur- 
plus in the future. Mr. Holland, how- 
ever, stressed the fact that he would not 
commit the company on any matter 
until he had discussed the proposal with 
A. S. Grenier of New York, who has 
already figured in the hearing, and with 
the company’s stockholders. 

In reply to a question from Mayor 
Aldredge as to whether the $110,000 
would be returned to the treasury, Mr. 
Holland said he did not think the stock- 


holders of his company would contradict 
their previous decision as to the use of 
that particular sum. 

The Commissioners expressed them- 
selves variously concerning Mr. Hol- 
land’s proposal. Finance Commissioner 
Blaylock characterized it as a reason- 
able one, and stated that a clear avenue 
to an understanding had been opened. 


Jitneys Eliminated—Railways 
to Consolidate 


Jitneys were emphatically turned 
down by citizens of Spokane, Wash., 
in favor of the electric railway at a 
special election held on May 2. The 
vote was 15,495 to 7,204. The charter 
amendment now approved will elimi- 
nate jitneys on Dec. 31, 1922, and make 
possible the consolidation of the local 
railway lines of the Spokane & Eastern 
Railway & Power Company and the 
Washington Water Power Company. 

Application for a franchise to run 
for twenty-five years was made by the 
Spokane United Railways, the succes- 
sor company under the consolidation, on 
May 5, three days after the election. 
This franchise was given its first and 
second readings at meeting of the City 
Council on May 8. The new company 
will take over trackage and equipment 
of both the Washington Water Power 
Company and the Spokane Traction 
Company, included in the system of the 
Spokane & Eastern Railway & Power 
Company. Parallel lines are to be 
eliminated according to the agreement 
reached with the City Council prior to 
the election. A 6-cent ticket with uni- 
versal transfer is to go into effect on 
June 30 in place of the present 8-cent 
fare and no transfers between the two 
systems. Details of the jitney-railway 
controversy were outlined in the 
ELECTRIC RAILWAY JOURNAL, issue of 
April 15. 


Recommends Car Ownership 
on Basis of Car Miles Run 


That it will be necessary in order to 
get an exact distribution of fares on 
the interurban lines between Minne- 
apolis and St. Paul to put in two fare 
boxes is a conclusion in the report of 
Delos F. Wilcox, valuation expert to 
the City Council. At present fares are 
collected on entrance in either city 
where cars are bound out and on exit 
on cars bound in, the same Johnson 
box being utilized in both instances. 

He also concludes that the interests 
of the Minneapolis car riders will be 
protected if the State Railroad & Ware- 
house Commission in the distribution of 
these fares, now a subject of controversy 
between the two cities as to the proper 
allocation of expense of operation 
charges, will assign the ownership of 
the street cars on the basis of car miles 
run, or on the basis of the present 
property tax listings. He said the cars 
on the Twin City Rapid Transit sys- 
tem number 1,030, of which 572 are 
allotted to the Minneapolis Street Rail- 
way and 425 to St. Paul, 33 being as- 
signed to the suburban company. 


Reduced Fare Fight to Be Pushed 


The fight for reduced fares in Fort 
Worth, Tex., will be pushed, and hear- 
ings before Judge N. A. Dodge, referee, 
will likely begin at an early date, ac- 
cording to R. E. Rouer, corporation 
counsel for the city. Fort Worth had 
dropped the fight pending settlement of 
the Galveston fare case, and now that 
the United States Supreme Court has 
upheld the 5-cent fare in that city, Fort 
Worth officials are ready to press the 
fight for reduction in fares in Fort 
Worth. The Northern Texas Traction 
Company has been collecting a 7-cent 
fare for more than a year despite all 
efforts of the city to force a reduction. 
George H. Clifford, vice-president and 
general manager of the Northern Texas 
Traction Company, has expressed a 
willingness that the questions of earn- 
ings of the traction company be gone 
into thoroughly. He says the traction 
company is ready to cut fares if it is 
found that earnings under the 7-cent 
fare will warrant, but declares that a 
cut can only be made at the expense 
of service, that if fares are reduced, 
service must be curtailed proportion- 
ately. 

The hearings before Judge Dodge as 
referee in the Fort Worth case were be- 
gun under a former city administration, 
but the matter was permitted to re- 
main in statu quo pending settlement of 
the Galveston case, as it was admitted 
that the issues in the two cases were 
almost identical. 


Low Fare Measure Reappears 


Rejection of. the Erickson electric 
railway tax scheme at Seattle, Wash., 
has brought. discussion of a 5-cent fare 
to the forefront of city affairs. As 
noted in the ELEcTRIC RaILway JOuUR- 
NAL for May 6, Mr. Erickson had pro- 
posed that the Seattle Municipal Rail- 
way be operated at a 3-cent fare and 
that any deficit in operation be met by 
taxation. 

E. J. Brown, the Mayor-elect of 
Seattle, has pledged. himself to a reduc- 
tion in fare and two of the new 
members of the City Council are pub- 
licly pledged .to work for a reduction. 

It was estimated that the Erickson 
plan would have added $5,000,000 to 
the city tax levy, or nearly double it, 
with the consequent discouragement of 
new industries, and business building. 

As a matter of fact the Erickson bill 
was erroneously called a “3-cent” fare 
proposition. Mr. Erickson’s proposition 
did not state any specified fare. Coun- 
cilman E. J. Erickson, father of the 
bill, estimated that with only the costs 
of betterments and extensions and pay- 
ment of interest and principal out of 
the receipts of the lines, a 3-cent fare 
could be established. 

There is now a clamor in the city 
for a reduction in fare, and a feeling 
that a 5-cent fare could be re-estab- 
lished. It has been announced that 
immediately after the new Council 
meets in June, a bill will be introduced 
providing for a 5-cent fare. 
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C. M. Benedict Leaves Charleston 
for Des Moines 


larence M. Benedict, vice-president 
of the Consolidated. Railway & Light- 
ing Company, Charleston, S. C., has 
resigned to take up new work as vice- 
president of the gas company at Des 
Moines, Iowa. Mr. Benedict has been 
associated with the Charleston com- 
pany for twelve years, first as assistant 
secretary and assistant treasurer, and 
since 1917 as vice-president. He has 
also been general manager. 

There was 2a banquet in Charleston 
in honor of Mr. Benedict and E. C. 
Stothart, commercial agent of the com- 
pany, who is also taking up work else- 
where. Employees of the company, who 
enthusiastically acclaim Mr. Benedict’s 
powers, presented to him a watch. At 
the banquet it was made evident what 
a strong hold Mr. Benedict had gained 
in the interests of the company, the 
employees and the residents of the city. 

Mr. Stuart Cooper will take Mr. 
Benedict’s place. He was recently 
elected a vice-president of the company- 
Mr. Cooper has been with the Charles- 
ton Consolidated for several years. F.- 
A. Bailey was recently made superin- 
tendent of transportation. 


C. A. Brann Studies to Please 
the Public 


Giving the public what it wants, the 
ethics of which in the newspaper world 
has been argued since papers were first 
published, is to be the sole task of 
Charles A. Brann, head of the newly 
created traffic department of the Hou- 
ston (Tex.) Electric Company. In the 
railway field there is no question of 
ethics attached to giving the public 
what it wants. Every company wants 
to do it. Every company strives to do 
it. The degree of success depends on 
how accurately it knows those wants. 

This is the conviction of Mr. Brann, 
who is to find out what the public wants, 
then give just that. 

Mr. Brann proposes to accomplish his 
work by talking before the clubs of the 
city. The company has invited all 
associations to have Mr. Brann discuss 
their service needs with them. The 
Parent-Teacher associations and the 
civic improvement clubs will be inter- 
viewed first. Thus the needs of indi- 
vidual sections of the city will be taken 
care of and the general transportation 
conditions built up as well. Mr Brann 
believes that if he takes the riders into 
the company’s confidence both rider and 
company will profit. 

Mr. Brann was formerly claim agent 
of the El Paso Electric Railway. 


C. R. Firth has been appointed freight 
agent of the Fast Freight Line of the 
Public Service Railway, Camden, N. J. 


E ersonal Mention 


His headquarters are at Trenton. Mr. 
Firth was formerly traffic manager of 
the Charles Beck Company of Phila- 
delphia, and has had ae REx in 
the freight business 


W. H. Forse Resigns 


Has Been Secretary and Treasurer of 
the Indiana Traction Company 
for Fifteen Years 


After fifteen years as secretary and 
treasurer of the Union Traction Com- 
pany of Indiana, Anderson, Ind., 
William H. Forse, Jr., has resigned. 
The resignation will take effect June 1, 
and thereafter Mr. Forse will devote 
his time to his other business interests, 
which include a manufacturing com- 


W. H. Forse 


pany in Anderson. His successor has 
not yet been named. 

The name of Mr. Forse suggests im- 
mediately electric railway auditing and 
accounting and brings to mind his con- 
tinuous efforts to clarify and stand- 
ardize the accounting methods of in- 
terurban railways. As early as 1907, 
when he was selected as one of three 
accountants to devise a system of ac- 
counting for interurban railways by 
the American Electric Railway Ac- 
countants’ Association, Mr. Forse 
showed that he had developed methods 
and ideas which could not help but 
effect an advantageous accounting 
change when applied. 

That he had theories and ideas and 
could expound them convincingly to 
others was plainly evident, for he was 
later appointed the representative of all 
interurban railways on the committee 
of five accountants, all members of the 
Committee on Standard Classification 
of Accounts, who worked to devise a 
system of accounting for railways 
under the jurisdiction of the Interstate 
Commerce Commission. The commis- 
sion refers all questions to this com- 
mittee. Mr. Forse has been a member 
since its formation. 


It was only natural that Mr. Forse, 
with his highly specialized knowledge, 
should be elected as president in 1910 
of the Central Electric Railway Ac- 
eountants’ Association and in 1910-1911 
as president of the American Electric 
Railway Accountants’ Association. 

Mr. Forse has long been author of 
articles on depreciation, sinking funds 
and other technical subjects, but, like 
the guest who wasn’t satisfied until 
he had “a leg, a wing, a thigh, and a 
piece more” of the chicken, Mr. Forse 
wasn’t satisfied until he had done even 
greater things. He thereupon wrote 
“Electric Railway Auditing and Ac- 
counting,” to appease that hunger for 
working hard and accomplishing re- 
sults. This book, published by the 
McGraw Publishing Company in 1908, 
spread Mr. Forse’s reputation a bit far- 
ther and intrenched him a bit deeper in 
the electric railway world. 

While doing atl these things, Mr. 
Forse was actively carrying on his 
duties with the Indiana Traction Com- 
pany. He began his work there in 
1903, and in 1906 was made auditor. 
The next year came his election as sec- 
retary and treasurer. 


J. E. Cochran, for eighteen years 
superintendent of lines and stations on 
the Ohio Electric Company, Springfield, 
Ohio, has resigned. 

Peter M. Miller, assistant treasurer of 
the Jacksonville (Fla.) Traction Com- 
pany, has resigned to accept a similar 
position with the Eastern Texas Electric 
Company at Beaumont. Both the sys- 
tems are under the management of the 
Stone & Webster Corporation. 

Preston S. Arkwright, president of 
the Georgia Railway & Power Com- 
pany, Atlanta, has been selected to de- 
liver one of the four main addresses 
before the international convention of 
Rotary Clubs at Los Angeles, Cal., 
June 4 to 10. Mr. Arkwright will 
speak on the afternoon of June 8. His 
subject is “Business—The Rotarian’s 
Cpportunity to Serve Socie 


R. C. Leeper, superintendent of the 
Reno (Nev.) Traction Company, died 
April 27 in San Francisco, Cal. 

Edward B. Cramp, who was on the 
staff of the Interborough Rapid Transit 
Company, New York, N. Y., for many 
years, died some time ago. He retired 
from active work with the Interborough 
company five years ago. 

Robert C. Maxwell, 67 years old, re- 
tired president of the Cincinnati (Ohio) 
Railway Supply Company, died in Cin- 
cinnati, April 5, after a lingering ill- 
ness. He retired from active business 
life ten years ago. Mr. Maxwell was 
a brother of Lawrence Maxwell of Cin- 
cinnati, an attorney, who was Solicitor- 
General under the administration of 
President Grover Cleveland. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


» BUSINESS ANNOUNCEMENTS 


ROLLING STOCK PURCHASES 


American Exporters Are 
Unduly Alarmed 


‘German Competition in South America 
Not Dangerous—Feeling Toward 
United States Improving 


While South Americans do trade 
with Germany, they have experienced 
many disappointments connected with 
Jate deliveries, inferior material, and, 
recently, by increases in invoice values 
of accepted prices, according to F. de 
St. Phalle, vice-president of the Bald- 
win Locomotive Works, in charge of 
foreign sales, at the ninth national 
foreign trade convention in  Phila- 
delphia on Thursday. This, he declared, 
tends to bring about greater considera- 


tion and better feeling toward the 


United States. 

“The future holds out bright pros- 
pects for South America and for the 
United States,” said Mr. de St. Phalle. 
“South America will develop at an in- 
creasing rate because it is the most at- 
tractive and richest of the thinly popu- 
lated sections available. In addition to 
the future development of South 
America being greater, a larger pro- 
portion of this development will be 
financed and carried out with the assist- 
ance of the United States. Economic 
factors governing the movements of ex- 
change are now better understood in 
South America and the many loans re- 
cently issued from New York to South 
American countries, coupled with the 
rising tendency of exchange, have 
greatly improved the feeling. In the 
future South America looks to in- 
creasing growth carried out to an in- 
creasing extent with the assistance of 
American financial, engineering and 
‘business co-operation, all of which is 
‘being prepared for at this time. 

“With the general recovery of trade, 
South American exchanges may be ex- 
pected to rise; some of them have al- 
ready done so materially. The Argen- 
tine will unquestionably return to gold 
exchange within a comparatively short 
time.” 

Mr. de St. Phalle does not believe 
that everything connected with the 
United States export trade to South 
America has been poorly handled; on 
the contrary, he thinks that great prog- 
ress has been made and will continue to 
‘be made. South America, in his opinion, 
offers the best field for exportation for 
the United States today and should re- 
ceive the most careful consideration of 
exporters. A notable rise in wealth 
and efficiency is taking place there now. 
The future is exceedingly bright but 
cannot be taken advantage of without 
hard and efficient work on our part. 
Purchasers in South America know 


their business and expect service. They 
know good service when they receive it, 
and a good healthy business can be 
built up on the basis of faithful service 
just as it has been done in the United 
States. 


Illinois Central Raises Funds 
te Electrify 


The Illinois Central Railroad asked 
the Interstate Commerce Commission 
today to authorize the issue by it of 
$10,929,000 in preferred stock, which 
it will sell to procure funds for begin- 
ning electrification of its lines in and 
around Chicago. The total cost of the 
work, which the railroad has decided 
to put under way, the application said, 
will be $86,000,000, a part of which will 
be financed by preferred stock issues 
and the balance taken from earnings. 


Copper Price Advances 


Copper displayed a firmer tone in 
the market and leading producers ad- 
vanced their price to 133 cents a pound, 
the highest price reported in several 
months. The high record of this year 
was 188 on Jan. 3. The advance bears 
out predictions of last week that, as 
soon as all the 13-cent metal held by 
small dealers was disposed of, there 
would be a hardening of prices. Pro- 
ducers expect the price to reach 15 
cents or more before the turn of the 
half year. 


Large Wood Preserving Company 
Organized 


Organization of the Baker Wood Pre- 
serving Company of Washington Court- 
house, Ohio, was completed the first 
of May with the incorporation of the 
company for $300,000. The company, 
which was formed for the purpose of 
purchasing, creosoting and selling ties, 
piling, lumber, etc., is headed by C. E. 
Baker, who is also president of the 
Springfield & Washington Railway, 
operating between Springfield and 
South Charleston, Ohio. The other of- 
ficers are: Will E. Dale, vice-president; 
Langford Johnson, secretary-treasurer, 
who with M. S. Daugherty, J. M. Baker 
and Attorney N. P. Clyburn comprise 
the board of directors. 

The company already has on hand 
orders to keep the plant operating at 
capacity for several months. The plant 
at Washington Courthouse covers fifty- 
five acres of land, of which fifty-one 
acres are devoted to storage. It has 
also contracted for extensive timber 
acreage in southern Ohio and Kentucky. 
It is expected that more than a million 
ties will be handled by the company 
during its first fiscal year. It was 
necessary to install 6 miles of track to 


take care of the switching which will 
be necessary around the plant. 

The company purchased a huge metal 
treating tube from the Worthington 
Pump and Machinery Company of 
Cudahy, Wis., which will be used in the 
treatment of ties. This tube is now 
being installed. Some idea of the size 
of the tube may be gleaned from the 
fact that it required four flat cars for 
its transportation in one section from 
Wisconsin to Ohio. The giant tube is 
144 ft, long and 7 ft. in diameter and 
weighs 175,000 lb. 

The tube has a capacity of 1,400 ties 
in eight hours. The ties are loaded on 
sixteen tramcars and pushed into the 
tube, which is then sealed. Five thou- 
sand gallons of creosote oil is then 
turned into the tube under pressure of 
200 lb. The oil is kept at a temperature 
of 190 to 196 deg. It requires four 
hours for the complete treatment of 
“each batch.” Storage tanks with a 
capacity of 250,000 gal. of creosote oil 
have been erected on the company’s 
property. 


American Equipment for France 
and Italy 


Copper and electrical manufacturing 
companies are expected to profit meas- 
urably by the decision of the manage- 
ments of leading French roads as well 
as some in Italy to electrify their lines. 
Owen D. Young, vice-president of the 
General Electric Company and chair- 
man of the Radio Corporation of 
America, returned this week from 
abroad with considerable information 
on those plans. Practically all of the 
new rolling stock of French roads will 
be electric, he said, and the Paris & 
Orleans has recently placed an order 
for about $14,000,000 of electric loco- 
motives and other equipment, a portion 
of which will go to the Westinghouse 
and the General Electric companies. 
Italy, he said, is making rapid strides 
in that direction and is converting her 
water power into electrical energy as 
never before. Copper men are partic- 
ularly gratified by that development be- 
cause of the huge copper surplus in this 
country a year or so ago; a large pro- 
portion has since been sold and most 
of the remainder is in the hands of 
the Copper Export Association for 
shipment abroad. 


Metal, Coal and Material Prices 


Metals—New York May 9. 1922 
Copper, electrolytic, cents per Ib......... 13.00 
pe ge wire base, cents perlb........... 5.25 
eerie Nee Wie. esd haan a Vivien vin othe 4.90 
Zine, cents per Ib..........-.--.0.-++5+- 5.387 
Tin, Straits, cents per Ib................ 30.625 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, oe 


ads, gross tons. . < $5.625 
Somerset mine run, Boston, net tons.....- cE Ye) 
Pittsburgh, mine run, Pittsburgh, net tons 1.85 
Franklin, Til, screenings, Chi cago, net tons 3.00 
Central, Ill, screenings, Chicago, net tons 2.00_ 
Kansas screenings, Kansas City, net tons 2.625 
Materials 
Rubber-covered wire, N. Y. cents per Ib.. 5,75 
Weatherproof wire base, N. Y., cents per Ib. 15.50 
Cement,Chicago net ere without $1.97 
Linseed "oil, (5-bbl. lots), N cente per zal. 96.00 
White lead, (100-Ib. keg), N. a centa per lb. 12.25 
Turpentine (bbl. lots), N.Y., centa per gal. 92.00 
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Rolling Stock 


Portland-Lewiston Interurban Rail- 
way, Lewiston, Me., has now on order 
two WH304 railway motors complete for 
spares and one Sheffield-40 motor sec- 
tion car. 

The Interstate Public Service Com- 
pany, Indianapolis, Ind., recently ordered 
from the American Car & Foundry 
Company three box cars which will be 
used to take care of additional freight 
business. 

Interstate Public Service Company, 
Indianapolis, Ind., has placed orders 
and equipment is in process of con- 
struction for five double-truck, single- 
end, one-man safety cars weighing 
24,000 Ib. each; also for six new stock 
ears and fifteen new box cars of 60,000 
Ib. capacity each. 

Georgia Railway & Power Company, 
Atlanta, Ga., recently placed an order 
for twenty forty-eight-passenger double- 
truck cars which can be used for either 
city or interurban service. They are 
equipped with multiple-unit control. 
The trucks have 26-in. wheels and the 
equipment comprises four 35-hp. motors. 
All of the trucks and ten of the bodies 
are to be furnished by the McGuire- 
Cummings Company, Chicago, and the 
remaining ten bodies will be built by 
the Cincinnati Car Company. 

The Elevated Railroads, Chicago, IIl., 
are planning to purchase 100 new cars 
for use on the various lines. These will 
probably be of an all-steel design, very 
similar to the 250 arch-roof steel cars 
purchased in 1914 and 1915. Bids have 
been asked for on these cars, though 
their actual purchase is probably con- 
tingent upon a consolidation of the 
several elevated companies into a 
single corporation, for which a petition 
to the Illinois Commerce Commission 
was made on May 2. 
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Track and Readway 


Portland-Lewiston Interurban Rail- 
way, Lewiston, Me., is now engaged in 
raising the grade of the track an aver- 
age of 12 in. for a distance of about 
four miles. 

Interstate Public Service Company, 
Indianapolis, Ind., has placed orders for 
1 mile of new 80-lb. A.S.C.E. Section 
T-rail with angle bars complete and 
for special track work amounting to 
$4,108. 

Toronto (Ont.) Transportation Com- 
mission was scheduled to begin on May 
8 the rehabilitation work on the section 
of Bloor Street between Spadina on the 
east and Ossington on the west. King 
Street between Church and York was 
to be thrown open to traffic on May 9. 


Worcester (Mass.) Consolidated 
Street Railway is planning to start 
shortly on the replacing of rails and 
the general overhauling of the road bed 
on various lines along its system in 
Worcester, Its own “gang” will do the 
work, which will cost about $200,000. 


Brooklyn (N. Y.) Rapid Transit Com- 
pany is working on the reconstruction 
of the Jamaica Elevated Line between 
Alabama Avenue and Cypress Hills to 
permit the operation of trains made up 
of the subway type of cars on the 
Jamaica line east of Alabama Avenue. 


Hannibal Railway & Electric Com- 
pany, Hannibal, Mo., has received per- 
mission to remove its tracks from St. 
Mary’s Avenue and has been granted 
a new franchise to extend its lines to 
within 5 ft. of the city limits on Pleas- 
ant Street over a new route. The new 
line starting from Chestnut Street and 
Lamb Avenue will practically parallel 
St. Mary’s Avenue a block south and 
west. ; 

Savannah (Ga.) Electric Company, 
to give better service and to enable the 
Daffin Park crowds to be handled more 
efficiently, will construct 1,400 ft. of 
track on Ott Street from Anderson to 
Thirty-fourth Street and thence to the 
present track on Waters Road. This 
will provide virtually a double track 
between Ott and Anderson Streets and 
Thirty-fourth and Waters Road. This 
construction work will start very soon, 
together with work on Bay Street in 
preparation for the paving work con- 
templated there. 


Power Houses, Shops 
and Buildings 
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Portland-Lewiston Interurban Rail- 
way, Lewiston, Me., has recently pur- 
chased and is now installing one 500 kw. 
railway synchronous converter, 600 volts 
d.c., and the complete station equipment 
for its operation. 


Texas Electric Railway, Dallas, Tex., 
has opened its new interburban depot 
at Van Alstyne, Tex., which was erected 
to take the place of the station des- 
troyed by fire on Dec. 24, 1921. The 
new station is of brick, considerably 
larger than the former building. 

Union Street Railway, New Bedford, 
Mass., has let the contract for the in- 
stallation of a large turbo-generator 
unit converter and condenser in its 
Harbor Front power plant. The turbo- 
generator will have a capacity of 2,500 
kw., and the converter will have 
2,500 kw. 

Los Angeles (Cal.) Railway will tear 
down its two-story brick building at 
Division 1 which housed the first elec- 
trical equipment of the system. , The 
space will be used for storage track. 
Additional trackage will be laid to re- 
lieve congestion which has been a prob- 
lem at the Division 1 carhouse for some 
time. Tracks and switches will be ar- 
ranged so that cars will pull in and 
out from Central Avenue. 

Baton Rouge (La.) Electric Company 
has announced plans for the installa- 
tion of a 1,500 kw. unit at an estimated 
cost of $180,000. The present capacity 


is 1,500 kw. Approximately $34,000 


will be spent for miscellaneous short 
extensions to the gas and electric 
meters. Improvements will also be 


made at the power station and gas 
plant. The construction program for 
1922 amounts in all to approximately 
$250,000. 

Northern Ohio Traction & Light 
Company, Akron, Ohio, has announced 
that it will start at once to increase 
its power and light production and 
distribution facilities, at a cost of ap- 
proximately $175,000. A three-phase 
primary circuit will be installed in the 
West Hill district, a feeder will be 
added to the South Akron station, and 
the Kent power feeder will be extended 
from Monroe Falls to Kent. Under- 
ground conduits are also to be in- 
stalled. 


Franchise 


Texas Interurban Railway, Dallas, 
Tex., has been granted a franchise to 
build its line entering the city of Dallas 
either on Forney Avenue or on Second 
Avenue. The Forney Avenue route 
was asked by the Dallas Railway while 
the Second Avenue route was asked by 
C. W. Hobson for the interurban com- 
pany. The interurban company offi- 
cials asked for the route on Second 
Avenue with a view to using the tracks 
of the Dallas Railway already on that 
street, while the officials of the Dallas 
Railway wanted the interurban to build 
its line on Forney Avenue and then 
to lease its tracks to the local trac- 
tion company for street car service. 


New Incorporation 


West End Terminal & Railway Com- 
pany, Cincinnati, Ohio, was recently in- 
corporated with a capital stock of 
$10,000. The incorporators are H. Lee 
Early, Morgan Wamsley, Louis B. 
Patterson, John H. Walton and Milton 
Sayler. Elsewhere in this issue details 
of the plans of the company are given. 
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Trade Notes 


Track Specialties Company, New 
York, N. Y., has announced the appoint- 
ment of W. B. Mallette as agent in the 
territory of St. Louis, Mo. He will be 
located at 3883 Wyoming Street, St. 
Louis. 

Poughkeepsie Paint Company, Inc., 
has been reorganized with John L. 
Hinkley, president; Frank B. Lown, 
vice-president; Charles A. Brooks, 
treasurer, and John A. Nilan, secretary. 
This company ‘will push the sale of 
“Filkote,’’ which is a sanding filler weli 
adapted to car painting. 

Economy Electric Devices Company, 
Chicago, Ill., is furnishing a graphic 
form No. 341 which is used for plotting 
data and statistics. The sections pro- 
vide for five co-related curves or groups 
of curves by months for five years and 
so separated as to facilitate comparisons 
and ready analysis. The sheet is letter- 
size and will blueprint. 


